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N 1931 the Coca Cola Bot- 

tling Company of Indianap- 
olis, bought 13 Studebaker 1'- 
ton trucks. In March, 1932, they 
repeated with an order for 12 
more of these sturdy units. L. E. 
Yuncker, secretary and treasurer 
of that company, writes: “During 
the entire season there was no 
maintenance cost whatever on 
our Studebakers and we find 
that the consumption of gaso- 
line and oil is much less than in 
the lower priced trucks we were 
using.” 

There are several sound rea- 
sons why Studebaker trucks 
move their tonnage at lower 
net cost per ton mile than any 
other trucks built today — low 





first cost, low operating cost, low 
maintenance cost plus ample 
power and rugged construction. 
These trucks have 75 horse- 
power, 6-cylinder engines with 
electro-plated pistons, 4-speed 
transmissions, full channeldepth 
cross members,duo-servo cable 
controlled brakes, full floating 
rear axles and every other es- 
sential feature for dependable 
transportation at lowest cost. 
Studebaker 6-cylinder en- 
gines develop full power at low 
engine speeds: 
35 H. P. at 1200 R. P. M. 
50 H. P. at 1760 R. P. M. 


60 H. P. at 2180 R. P. M. 
75H. P. at 3200 R. P. M. 
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FOREIGN TRADE 
in the U. S. has 


decreased 


20 % 


HOUSTON’S 


Foreign Trade has 


INCREASED 


10% 


over 19238— 


a “prosperity” year 


The depression has 
brought shippers 
face to face with the 
fact that shipping 
costs must be cut. 


That’s why more 
and more routings 
are reading 


via 


HOUSTON 
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Japan, China, the Philippines 


other illustrated reasons, respon- 
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merchandise is shipped to the f 
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Continental Europe, Africa, Aus- 
tralia, South «America, Hawaii, 


and Siberia- Approximately 142 
steamship lines operate to and 
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ships’ per day. These and many 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RECAPTURE PERPLEXITIES 


MINORITY of the House committee on interstate 

and foreign commerce, headed by Representative 
Hoch, of Kansas, opposing the repeal of recapture ab 
initio, proposes that, instead of the government allowing 
the railroads to keep all the money the Commission has 
found, or may find, tentatively, railroads in the recapture 
class owe to the recapture fund, it should keep some of 
that money. The minority suggests the balancing of the 
lean and the fat years and then a compromise, negotiated 
by the Commission, under which railroads in the recap- 
ture class will consent to the government’s keeping some 
of the money the Commission has found, tentatively, that 
they owe to the fund. 

It is generally admitted that the rule for rate-making 
enacted into law at the time the recapture provision was 
put into it, was not made to work in full. Neither part 
of the legislation of 1920, which the Supreme Court, in 
the Dayton-Goose Creek case, said were parts of the plan 
made in that year, therefore has worked as intended. But 
the Hoch minority asserts that the railroads, under the 
rule for rate-making, obtained more money than they 
would have obtained had not the rule been adopted. How- 
ever, there can be no doubt that they failed, as a whole, 
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to obtain a fair return at any time since 1920, using the 
words “fair return” in a law sense as the courts use them, 
or as the law of 1920 uses them. 

It might be suggested that, if the Hoch view is to 
prevail, the railroads are entitled. to have the Com- 
mission make a computation as to how much they would 
have received had the rates been adjusted so as to have 
them yield a fair return to the railroads, as a whole, and 
then use that sum as the standard for determining what 
amount of money the railroads in the recapture class 
might be asked, in the interest of a compromise, to con- 
sent to allowing the government to keep. 


THE PUBLIC’S MONEY AND WATERWAYS 

ey GENERAL T. Q. ASHBURN, president of 

the Inland Waterways Corporation, the govern- 
ment barge line agency, in his annual report for 1931, 
suggests a novel method for increasing the income of 
the corporation. In 1928 Congress increased the capital 
stock of the corporation from $5,000,000 to $15,000,000 
and authorized use of money in the Treasury of the 
United States to buy, from time to time, the additional 
$10,000,000 of stock, that being the method that Con- 
gress adopted for financing the needs of the barge line 
instead of making annual appropriations, as had been 
the practice before the corporation was created in 1924. 
All but $3,000,000 of the $10,000,000 has been drawn 
from the Treasury by the corporation. 

General Ashburn says in his report that the cor- 
poration has available in the Treasury of the United 
States $3,000,000 “which could be withdrawn and de- 
posited at 3 per cent per annum.” If that were done 
the income of the corporation would be increased $90,000 
a year as long as that sum remained on deposit at 3 per 
cent. 

This suggestion has possibilities. The financial 
showing of the barge line could be greatly improved if 
Congress would provide, say, $25,000,000, for the cor- 
poration to draw from the Treasury and deposit in banks 
at 3 per cent per annum. That would bring in the tidy 
sum of $750,000 a year. There would be no reason, of 
course, for stopping at $25,000,000, if the matter were 
considered from the Ashburn viewpoint. 

Whether or not he realized it, General Ashburn, by 
his suggestion as to the $3,000,000, emphasized the un- 
tenable position he has taken with respect to interest 
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on the money invested in the government barge lines, 
and particularly at a time like this when the Treasury 
of the United States has a large deficit. The government 
is running on borrowed money and it has to pay interest 
to get that money. Yet General Ashburn suggests that 
he take $3,000,000 from the Treasury to the end that 
he may deposit it in a bank and credit the corporation 
with an income of $90,000 a year in interest. 

Before the House committee on appropriations, at 
the hearings on the annual War Department appropria- 
tion bill, the following statement was made by General 
Ashburn : 

“Tt is true, of course, that we do not pay taxes, we 
do not pay any interest on our money, and we do not 
pay a lot of charges that it is claimed we should. But 
those charges are not there, and I doubt if they ever 
will be.” 

Nevertheless, the money appropriated by Congress 
for the barge line bears a charge that is paid by the 
people of the United States and General Ashburn can 
not blow it away by saying it is not there. Why money 
should earn a 3 per cent salary while on deposit in a 
bank and not be charged with that much interest or more 
while being used in developing government barge lines 
is utterly impossible to understand. 

The method adopted by Congress for financing the 
government barge line, which eliminated the necessity 
for Congress making annual appropriations for that 
federal enterprise, will in effect be applied to the financ- 
ing of improvement of inland waterways if the Shipstead 
half a billion dollar waterway bond bill becomes a law. 
This bill provides for an issue of not to exceed 
$500,000,000 of government bonds to be outstanding at 
any one time. It provides that such funds as may be 
borrowed by the Secretary of the Treasury shall be 
covered into the Treasury as a special fund, “and are 
hereby appropriated for river and harbor projects.” 

If the Shipstead bill is approved, the federal govern- 
ment will be committed to the expenditure of the money 
authorized to be spent by the bill, just as it is committed 
to spend the $10,000,000 that was provided for the 
Inland Waterways Corporation. The question arises as 
to the need for this departure in financing waterway 
improvements. Congress from year to year has been 
generous in making appropriations for waterway work. 
Is it feared by those who advocate expenditure of public 
funds for waterway improvements on a grand scale that 
Congress, one of these days, may change its position on 
waterway improvements and curtail the funds made 
available for that purpose? It may be that the idea for 
the Shipstead bill had its origin in the Inland Water- 
Ways Corporation act. It is difficult to understand why 
departures from the usual practice of appropriating 
public funds should be made in the cases of the govern- 
ment barge lines and the inland waterways. The argu- 
ment is made that the method adopted for the barge 
line and proposed for the waterways is more business- 
like—that continuing activity is thereby assured. We 
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can think of nothing more businesslike than the annual 
check on government expenditures that is afforded by 
the appropriation committees of Congress making annual 
investigations as to the why and wherefore of public 
expenditures. The fact that that method has not been 
as effective as it should have been, in the public interest, 
does not condemn the method. 


REGULATION OF TRANSPORT 


The Trafic World Washington Bureau 


Correspondence in the nature of a debate on the question 
of regulating the competitors of the railroads between W. W. 
Atterbury, president of the Pennsylvania Railroad, and Repre- 
sentative Brand, of Ohio, has been published in the Congres- 
sional Record of May 9. 

Under date of March 15, 1932, Mr. Atterbury, in continuing 
correspondence with Mr. Brand, outlined in considerable detail 
his views on the entire transportation problem and the need, in 
his opinion, for proper regulation of transportation by highway 
and by water. In part, Mr. Atterbury wrote as follows: 


I gather from your two letters that, unfortunately, you have 
interpreted it to be my position that rates for highway and water 
trnasportation should be made ‘“‘as high as the present railroad 
rates.”’ Nothing could be further from my thoughts. What I do 
believe is that regulation should be so applied that all rates, by 
all agencies of service, should be reasonable and compensatory, 
which is by no means universally the case at present. If that 
condition were brought about, and substantial equality established 
in other respects, then under the working of natural economic 
law, each form of transportation would automatically tend to gravitate 
to those fields of service for which it is inherently best fitted, i. e., 
in which it can render the kind of service which, all things considered, 
is cheapest and best for the public. 

Just how highway and water rates would, under such conditions, 
compare with the present railroad rates is a question which I do not 
think anyone can answer specifically at this time. Undoubtedly 
some would be higher and others would be lower. The determination 
of what constitutes a compensatory rate would be the duty of the 
regulative authority, and it would be necessary to take into considera- 
tion all of the real costs of the service... 


I note that you are under the impression that I am desirous of 
“perpetuating the rates now in effect,’’ meaning the rates and fares 
at present charged on the railroads. Let me hasten to assure you 
that my position is quite otherwise. I fully realize, and have publicly 
so stated, that, both for the good of the country and of the railroad 
companies, ways and means must be found in the future for them 
to carry passengers and haul freight at lower charges than those 
now in effect. 


I see no way in which this can be done except by lessening the 
waste involved in unnecessary duplication of facilities and service, 
and destructive competition. Part of the answer, I believe, will 
be found in the economies and more efficient operation which will 
be possible under sound railroad consolidations, such as have been 
proposed for the eastern trunk lines. Another part will be realized 
by terminating subsidized and unregulated competition against fhe 
railroads, the effect of which is to drain away a substantial portion 
of the most desirable forms of traffic from the railroads, leaving 
the less remunerative to bear increased burdens in order to support 
the service required by the public... 

I cannot share your view that the problem of unregulated com- 
petition can be met by withdrawing the power of the Interstate 
Commerce Commission to fix minimum railroad rates and then 
allowing the railroads to go in and fight the trucks, busses, barges, 
and ships to the death, as they would be obliged to do. That would 
not be mere competition. It would be ruthless, barbarous, industrial 
warfare. I have no doubt whatever that it would end in the general 
bankruptcy of the country’s entire distribution machinery... 

I think it may well be questioned whether these forms of itinerant 
trucking, in which the function of merchandising is combined with 
that of transportation, are really in the public interest. The railroads 
were long ago forbidden to transport products of which they were 
the owners. If it is a sound principle to keep separate the functions 
of transportation and merchandising in the case of the railroads— 
and I, for one, have no question that it is—why is it not equally 
sound in the case of other forms of transportation? 

I am not an enemy of the truck or bus. On the contrary, I am 
pround to be counted among their good friends. The railroad with 
which I am associated participates in extensive truck and bus oper- 
ations, and we expect to extend their scope in the future, if public 
demand warrants. We recognize the automotive industry as one 
of the greatest in the country and fully appreciate the immense 
traffic which its development and operations have brought, directly 
and indirectly, to the railroads. . . 

I believe commercial vehicles operated for hire, whether as com- 
mon carriers or contract carriers, should be regulated as to their rates, 
practices, and accounting, in manner appropriate to the character 
of the various services rendered, relying for guidance largely upon 
the wealth of experience gained in regulating the railroads. I believe 
this to be necessary for the same reason that regulation of the rail- 
roads was necessary, viz., to prevent secret or discriminatory rate 
making, to assure stability of rates, to protect the adequacy and 
continuity of transportation service, and, finally, to build up a co- 
ordinated national system of transport in which each agency of 
service shall find incentive for specializing in the particular flelds 
in which it most adequately meets the public needs. 

I also believe the regulation of all forms of service crossing state 
boundaries should be assigned to the Interstate Commerce Commis- 
sion, which should be charged with the impartial encouragement of 
all, in the sound public interest. I hold this view partly by reason 
of the Commission’s long background of experience, and partly because 
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I do not believe it possible to create a truly national system of 
coordinated transport with the regulative authority divided. 

I am equally satisfied that fair, properly conducted, construc- 
tive, and equitable regulation of all forms of service would give 
the country, as a whole, a greatly reduced transportation bill, elim- 
inate many uncertainties from the conduct of business, and place 
every branch of the transportation industry itself upon a sound basis, 
so as to permit well-managed transportation enterprises, whether 
large or small, to sustain their credit and make reasonable profits 
in serving the public. 


Representative Brand, in a letter to Mr. Atterbury under 
date of April 13, 1932, said he was unable to see the value of 
the regulation proposed, to the railroads, ‘unless by this means 
you get rid of the low rates offered by your competitors.” 

“And I venture to say that if regulation of trucks, busses, 
and water craft comes about the Interstate Commerce Commis- 
sion will find no way to protect the railroads and advance their 
revenue except to make rates uniform for all carriers,’ he con- 
tinued. “This will force rates for busses, trucks and water craft 
very much beyond the cost of the service.” 

Mr. Brand said he transported milk from his farms by truck 
at lower cost than by rail after the Pennsylvania had taken 
off the milk train that had previously served him, the cost being 
one-half of the railroad rate. Whether the trucks had to pay for 
a right of way was a debatable question, said he, referring to 
“high gasoline taxes and high license-plate charges.” High rail 
rates had forced changes in distribution methods that lost traf- 
fic to the railroads, said he. Continuing, he said, in part: 


Now, shall we raise all transportation cost so to equal yours 
in the hope of protecting your revenue, or shall we ask you to 
reduce the cost of running railroads? 


In looking up the salaries of the chief executives of the railroads 
I find they run about $75,000 a year. I suppose your other important 
officials are paid in proportion. 

I find the people you pay by the day are paid $8.53 per day and 
the people you pay by the hour are paid 64 cents per hour. 

Your railroads run through the farms of the nation and the 
wage there is $1.35 per day for 10 hours. I do not have the wage 
scale for other people for whom you haul goods, but just how long 
can the farmer on a wage scale of 13% cents per hour pay the one 
who hauls his product at least 64 cents an hour, and if there is a 
cheaper means of transportation, shall we take it away from him 
by regulation? 

The railroads of the country are paying out some $400,000,000 
a year for executives, officials, and professional men and their assist- 
ants who run the railroads. 

In addition the railroads have an expensive lobby operating in 
every state in the Union in order to maintain your advantages, spend- 
ing many millions of dollars which contributes to your high rates. 

At the same time the government is spending $9,000,000 a year 
on the Interstate Commerce Commission, and it does, in my mind, 
the most important work relative to the railroads, because it decides 
the rates you are to charge for your services, and the Board of Media- 
tion finally decides the wages you are to pay, and the government 
itself decides the hours of labor. The work left to you is a matter of 
keeping the records and operating the railroads. Certainly the need 
for high-salaried men is reduced by these circumstances. 

You are unfortunate in having most of your supplies produced by 
the steel plants where the wage scale and salary standards are similar 
to the railroads. Your cars are steel and your rails are steel. 

Is not an adjustment absolutely necessary? Higher rates for you 
bring diminishing returns. Forcing natural competition to accept 
your rates is certainly unfair to the people of the country. The rail- 
road people are on a platform above other people as a rule, and you 
receive for your services more than the traffic will bear. You receive 
more than your share of the value of a delivered article. You are 
out of line with general conditions, and, to my mind, there is no real 
remedy except for you to go ‘“‘pot-luck’’ with all the people. 

Railroad men admit there is no way to haul goods as cheaply 
as on two steel rails, and the reason you fail is because your entire 
business-expense structure is away above the general condition of 
those for whom you haul goods. 

There are other lines that are trying to continue on a platform 
artificially raised above the general level, and an adjustment is neces- 
sary in order that a fair exchange of commodities may proceed, or, 
in other words, this adjustment must take place before the ordinary 
flow of business is resumed in the United States. 


LOUISIANA AND EX PARTE 103 


Attack on the investigation being conducted by the Com- 
mission into the failure of eleven state railway rate regulatory 
bodies to apply the surcharges on all intrastate rates ordered 
in the 15 per cent case was voiced by Francis Williams, Chair- 
man, Louisiana Public Service Commission, at the hearing in 
docket 25135, increases in intrastate freight rates and changes 
(part 5—Louisiana), which began at New Orleans before Ex- 
aminer Mattingly May 6, who branded the inquiry as “nothing 
else than another attempt to destroy state commissions.” 

“The Louisiana Public Service Commission has for the last 
six years or more urged the railroads to establish coordinated 
rail and motor service,” he said. “It has been our endeavor to 
keep the rail traffic on the rails, and our judgment, as expressed 
in our orders and decisions, has been proven to have been 
nearer correct than the judgment of the banker-rail manage- 
ment.” 

This management, Chairman Williams stated, “has insisted 
upon highér rates on commodities than they could afford to 
be paid, with the result that it has driven traffic away from 
the railroads and forced shippers even to go so far as to invest 
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their own money in motor and water carriers to transport the 
products at just and reasonable costs.” 

Referring to specific commodities, he said: “High Sug 
rates, high cotton rates, and high rice rates, too, have me, 
less revenue to the railroads because they resulted in the nj 
lines losing practically all the traffic in these splendid reyey, 
producing commodities to the boats and trucks.” He algo Sti 
an application was pending from one Louisiana railroag “y 
reduce the Louisiana rates on sugar to practically one-hal d 
the high rates unwisely pleaded for and obtained by the nil 
roads from the Interstate Commerce Commission about thr 
years ago.” 


EX-LAKE GRAIN AND FLOUR 


The Traffic World Washington Bury, 


The Commission has authorized eastern railroads to redug 
on ten days’ notice, rates on flour made from ex-lake grain, 
wheat, and on other grains, from Great Lakes ports to Atlant 
ports, for export, tariffs being planned to be effective May y 
Flour rates are to be cut four cents, those on ex-lake wheat 5) 
cents, and other grains in proportion. Tariffs otherwise wou 
have been effective, on flour on June 1 and on grains on May 
27. Reductions are made to meet competition of Canadian ling 
many of them unregulated water-line routes, converging q 
Montreal. 

The Commission, in authorizing the railroads to reduy 
their ex-lake rates on grain and on flour made from exlak 
wheat did not act in a hurry. Applications for permission jy 
make the reductions on less than statutory notice were fil 
by W. S. Curlett and other tariff publishing agents in the lattg 
part of April. The Commission decided, on May 11, to peri 
them to put their tariffs, theretofore filed on statutory notice. 
to become operative on ten days’ notice, the tariff publishix 
agents planning to get their publications to the Commissin 
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files in time to have the rates become operative on May 23. on | 
In the case of these rates, as in the case of reduction pr sale 
posals made in the spring of 1930, on suggestion from the 
White House, the question was raised as to whether reduc fie wit! 
tions by United States railroads would be of any benefit to out; 
American farmers or American railroads. The grain interests, as 


in this instance, first persuaded the railroads to cut the grain the 
rates. Flouring interests made such a protest against limiting siol 
the reductions to grain that the railroads were persuaded to pic! 
make corresponding reductions on flour made from ex-lake cid 


wheat. The reduction in rates on flour were made to enable nes 
millers, particularly those at Buffalo, to market their product tha 
in competition with Canadian millers. ans 


W. S. Curlett, in his application for permission to reduce ans 
the rates on wheat, ex-lake, from Buffalo, Erie, Oswego, ani 
West Fairport, said the reductions were proposed on accoult 
of unregulated competition, all-water, from western lake ports W: 
to Montreal, from Georgian Bay points to Montreal by both 
water and rail; by all-water from Buffalo to Montreal; ani He 
finally by the New York state canal barge lines to New York Br 
He showed that on the basis of carloadings, ranging from 97,62) 
to 120,000 pounds, the railroads could obtain revenues, by the Co 
car, over the out of pocket cost, ranging from $50.69 to $64./. to 
He said that the proposed rates from Buffalo would be the same fin 
as from Port Colborne to Montreal, although Buffalo was usually of 
lower than Port Colborne. Unregulated water lines, he said, 
caused the Canadian rail lines to cut the Port Colborne-Mor th 
treal rate but that parity with Port Colborne for Buffalo would ra 
be satisfactory to the United States interests. 


GRAIN HEARING ADJOURNED n¢ 

Hearing in the reopened Hoch-Smith grain case, docket v 
17000, part 7, at Chicago before Examiners Mackley and Hall 

was adjourned May 6, to reconvene at Kansas City May ll Py 

The last day of the Chicago hearing was taken up with the 


presentation of detailed testimony as to movement of individual a 
cars of grain and the charges applied, showing the effects of 3 


the “rate-break” principle at the markets, transit balances, ett. L 

The Kansas City hearing was expected to last approximately . 
ten days, according to estimates made at the close of the h 
Chicago hearing, the bulk of the testimony to go in there t0 h 
be presented by state commissions and farm interests repre . 
sented by Clyde Reed. The first witness to be heard, unless 1 
some change was made, was to be Dr. L. H. Bean, of tle ‘ 
Bureau of Agricultural Economics, Department of Agricultur, 
appearing at the invitation of the Commission. As previousli 
outlined, it is expected that there will be a recess of ~~ 
a month following the Kansas City hearing, at the close ir 
which hearings will be held at Seattle and Los Angeles, au! 
then at Fort Worth and Minneapolis, followed by a “wind-up 
at Chicago, at which the major portion of the market testimot! 
is expected to be presented. 
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Current Topics in 
Washington 


Some time, within a month or 
six weeks, Congress will add 
$1,000,000,000 to the annual tax bill 
of the country. Treasury Secretary 
Mills, being of a sanguine temper- 
ment, has expressed the hope that 
he bill will become law within the next two weeks. Having 
been a member of Congress, he, of course, knows that the bill 
will not become law within two weeks, except with the mighty 
help of a miracle. 

But he thinks right well of the measure. With the aid of 
the added taxes and economies he believes the budget will be 
balanced to the extent of enabling him to refrain from bor- 
rowing in the fiscal year 1933, which begins on July 1. Bor- 
rowing, as used here, does not include the financing operations 
which are carried on periodically to enable the Treasury to 
draw immense sums from the public without tying all business 
into a hard knot. That is not borrowing in a strict sense of 
the term. Just before income taxes are due the Treasury “bor- 
rows” immense sums from the banks on ninety day or shorter 
term paper. When the public pays its income taxes it allows 
the money to remain in the banks until the interest the banks 
owe the Treasury exactly matches the interest it had to pay 
on the short term paper. Borrowing, as here used, means the 
sale of bonds for long terms. 

The interesting query is as to whether saddling the country 
with an immense load of taxes, thereby balancing income and 
outgo, will have such a beneficial effect upon business generally 
as to start business going at a higher rate of speed. In 1897 
the McKinley administration increased tariff duties in a depres- 
sion that had lasted more than three years. Business began 
picking up. Whether that was cause and effect or mere coin- 
cidence is a matter of opinion. The fact, however, is that busi- 
ness did pick up when the tax burden was increased. Whether 
that was because of or despite of the increase, is a question the 
answer to which will depend upon the politics of the one who 
answers, generally speaking. 


ill Increased Taxes 
Bring Back 
andering Prosperity? 





Although it probably could not just 
now raise more than thirty cents, at 
least not without extraordinary effort, 
Wall Street is greatly interested in the 
case created by the application of the 
four big eastern trunk lines to have the 
Commission change its so-called permanent plan from a five 
to a four-system thing. So interested are the men in that 
financial area that they are hearing things without the help 
of the eerie night wind. 

They have heard, for instance, that the Commission is on 
the verge of making its report on that application. A report 
to that effect got around a week ago. 

Anyone at all acquainted with the ways of the Commission 
knows that, unless it makes an unusual effort, a report may 
not reasonably be expected much, if any, before the middle 
“A July. Delay beyond that day would not be at all sur- 
rising. 

Wall Street has not made an answer, so far as known, to 
Commissioner Tate’s question as to what effect, in connection 
with the matter of policy, would the allowance or disallowance 
of this plan have on railroad value. (See Traffic World, April 
30, p. 928.) Mr. Newcomb made an answer, but even if L. F. 
Loree, president of the company for which Mr. Newcomb was 
speaking, was once a part of Wall Street, it seems obvious that 
he has not been since the consolidation game went into the 
high, wide and handsome stepping stage, leaving the headaches 
— by the loss figures embodied in Mr. Newcomb’s brief. 
Herefore it may be said that Wall Street has not answered 
either in person or by the mouth of a former member, 


cane over theless Wall Street is acting as if disposition of the 
the —. a hurry would be of value to the financial interests of 
dis x ong It is believed it would be admitted that early 
ao on would be of value if the plan then announced were 
‘n Kew subject to change. But anyone so desiring may move 

ange the plan whenever he has a thing that seems better 


than the production of the Commission. However, early dis- 


Wall Street 
Hearing Things in 
Broad Daylight 
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position might tend to quiet the nerves of over-wrought bankers 
and financiers. A definitely adopted plan would give them 
something to work upon even if, at this time, coaxing money 
from the public would appear to be about the hardest thing 
imaginable. Getting Germany and France to pull together as 
a team would not appear to be any harder. However, adoption 
of the four-system plan, without material change, it has been 
suggested, would reduce the number of things to worry about 
—a thing desirable in and of itself. 

But, after the plan is adopted, unwillingness of railroads such 
as the Delaware and Hudson and the profitable industry-owned 
carriers to merge, will give the financiers something definite 
to work upon, which, it is believed, will be more difficult than 
many of the local situations presented by New England, the 
upper New York state cities, Virginia and West Virginia. Per- 
suading the unwilling ones to go along, it is believed, will be 
a real job for a genius, especially in view of a considerable 
sentiment in favor of the repeal of the recapture part of the 
existing law. 

One of the objects of section 15a was to create a condition 
making the financially strong roads willing to take over the 
weak ones and thereby avoid the payment of excess income 
into a fund for the lending of money to the weak one. Of 
course lending money to a naturally weak road does not tend 
to make it strong. To that extent the recapture thing was 
congenitally weak. However, the influence of the recapture part 
of the law may have been exerted in behalf of the acquisition of 
weak roads by strong ones. But, if that was so, it may be sug- 
gested, the evidence of a powerful effect in that direction has 
never and is not now perceptible. The strong little roads, 
seemingly, have not burned with a desire to become big and at 
the same time become weaker in their mile unit earnings. 





There are several men and perhaps 
some ladies who think that Commissioner 
Eastman is too nice a man to go through 
life without taking unto himself a wife. 
But it is the fact that he has reached 
what used to be thought of as middle 
life, at which time a man was supposed to have a beard long 
enough to stroke as he uttered words of wisdom for the cor- 
rection of the son who might have heard of some of the things 
father did before he acquired the brush on his chin. 

While there are those who think there should be a Mrs. 
Eastman, few have had any idea that the thought had taken 
hold upon the Public Printer or any of his willing helpers that 
there was a Mrs. Eastman. Yet in the report of the interstate 
and foreign commerce committee on H. R. 11677, proposing to 
amend sections 5, 15a and 19a of the interstate commerce act, 
there is a suggestion that there is a Mrs. Eastman. Not only 
is there an indication to that effect but an implication that 
she has thoughts on the subjects treated in the bill. 

“It is true that Mr. Eastman expressed an opinion,” is the 
printer’s report of what the committee said, “that rates prob- 
ably would have been just as high as they are even though 
the new rate-making rule had not been enacted.” 

The report said other things about Mr. Eastman but they 
are not so interesting now, as what the printer said the report 
attributed to Mrs. Eastman. 

“With all respect for Mrs. Eastman’s opinion,’ says the 
printer’s version of the committee’s report, “we submit that the 
record is far from conclusive in support of such a view.” 


Behold What the 
Public Printer 
Hath Wrought! 





For years the lobbyist who 
winds lawmakers and other public 
servants around his fingers, as if 
they were weaker than shrimps, has 
been a property figure used by some 
classes of fiction writers. They have 
used him to show the badness of the lobbyist, and, in some 
instances, the frailties of the public servant. 

In 1913 President Wilson pilloried the lobbyist to good 
political effect. He did not, of course, imply that the law- 
makers of that time were weaklings as had some fiction writers. 
But he represented the lobbyist as being an obstacle under the 
feet of lawmakers to such an extent as seriously to impede law- 
makers in their work on the tariff bill, especially when it was 
pending in the Senate. 

Last week President Hoover lashed out against the lobbyist 
because there was delay in the enactment of legislation. Cynical 
persons in Washington, especially newspaper correspondents, 
have always had more or less doubt about the potency of the 
lobbyist. However, they have written many reports tending to 
show that citizens who thought their interests prejudiced by 
proposed legislation came to Washington to put oil on the 
rails of the legislation track so that plans from the White House 
and executive departments had to be modified. 


President Hoover Finds 
the Lobbyist to 
Be a Bad, Bad Man 
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Seemingly, the delays caused by those who desired the 
revenue bill to be changed in important particulars and those 
who desired other legislation caused the President to issue a 
statement saying that the matter was an issue “of the people 
against delays and destructive legislation which impair the 
credit of the United States.” He also said, “it is also an issue 
between the people and the locust swarm of lobbyists who 
haunt the halls of Congress seeking selfish privileges for special 
groups and sections of the country, misleading members as to 
the real views of the people by showers of propaganda.” 

In his day, President Wilson became so indignant about 
the lobbyists that the Senate appointed a committee to investi- 
gate the lobbyist. It still occasionally functions. About two 
years ago its investigators seized the books and papers of 
petroleum producers who had come to Washington asking a 
protective tariff on what they produced on the theory that 
they were as much entitled to protection for their products as 
any other Americans. 

That committee, in 1913, found a lobbyist, a former bridge- 
tender in Cleveland. Him the committee men belabored. They 
found that he had been writing to his employers about “seeing” 
this or that senator and getting views from him about as excit- 
ing as a senator’s opinion of the weather might be. The com- 
mittee, however, was seemingly averse to hearing from the 
lobbying sugar planters of Louisiana who were protesting 
against having sugar placed on the tariff free list. 

However, thus far, the lobby committee has not found or, 
as known, has not attempted to find the men whose activities 
caused President Hoover to issue his statement. Copper, lum- 
ber, coal, oil, pulp wood producers and others have been around 
the capitol, in large numbers, while the Senate finance com- 
mittee has been working on the revenue bill, asking for and 
obtaining changes in it. Perhaps they may be taken to task 
for having used up the time of their servants in listening to 
their tales of woe.—A. E. H. 


LAKE CARGO COAL LIMITATION 


An attempt by the railroads to limit their lake cargo coal 
rates so they will not apply on coal moved beyond the Lake 
Erie ports “through waterways located wholly in New York 
state” has brought a request for the suspension of tariffs carry- 
ing that limitation which, if not suspended, will become effec- 
tive May 20, from the Solvay Process Co., Semet-Solvay Co., 
and Atmospheric Nitrogen Corporation. The limitation is car- 
ried in thirty-odd tariffs or supplements thereto. 

The limitation to which they object says “rates named 
herein to Lake Erie ports for transshipment via water will not 
apply on shipments moved via vessel to a second port and 
there transferred to other vessels and moved beyond the lake 
ports through waterways located wholly in New York state, 
nor will they apply on coal moved direct from the first port to 
points on such waterways beyond the lake ports.” 

Objection is made by the companies named on the ground 
that they, with plants located at Solvay-Syracuse, N. Y., on the 
New York State Barge Canal, which is wholly within New York 
state, are in competition with plants on the St. Lawrence 
River, Lake Ontario, Lake Erie, the Detroit River and Lake 
Michigan, which are in a position to and do receive their coal 
in movement by water beyond the lake ports, on lake cargo 
coal rates. They assert that restriction is unduly prejudicial 
to them and unduly preferential of their competitors. 

In addition to asking for the suspension of the tariffs, the 
protestants make the point that the proposed rule of limita- 
tions was never placed on the public docket of any railroad 
and that the public had never been given an opportunity to 
express its views on the rule. That point is ‘taken to refer to 
an understanding between the shippers as represented by the 
National Industrial Traffic League and the traffic executives 
of the railroads that proposed changes in rules and rates would 
be docketed for public hearings by the various railroad rate 
committees before such rules or rates were filed with the Com- 
mission under the sixth section. To show that the railroads 
did not afford an opportunity to the affected shippers and re- 
ceivers of coal to be heard the request for suspension carries 
copies of telegraphic correspondence between the traffic man- 
ager of the three companies and the chairmen of coal and coke 
committees and traffic officials of the railroads. Roy S. Kern, 
of the Central Freight Association Coal and Coke Committee, 
said the rule was not docketed “account no past regular move- 
ment to deliveries on waterways wholly within New York car- 
riers deemed public interests insufficient to necessitate public 
announcements of intentions.” 

The protestants said they were in a position to receive coal 
in cargo lots for delivery at their plants at Solvay-Syracuse lo- 
cated on the New York State Barge Canal. They did not, 
however, explain how the lake cargo coal was transferred from 
lake vessels to canal vessels or where or how much less coal 
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so received cost than the all-rail coal, which the rule ig Der 
mitted to become effective might force them to use. 

The Seaboard Great Lakes Corporation, an operator op 
New York canal as well as on the lakes, in its request for the 
suspension of the tariffs intended to prevent lake cargo oy 
reaching points on the barge canal, alleges that the restrictiy 
rule is “discriminatory and positively illegal.” In suppor y 
its allegation of illegality it points to the suspension Case jy 
129 I. C. C. 261, in which the Commission held unreasonabj 
provisions in a Santa Fe tariff intended to hold grain and gral 
products to the Santa Fe system after the traffic had beep de 
livered at Kansas City and then was offered for shipment , 
the Gulf ports. 

That case went to the Supreme Court of the United Statg| 
Atchison, Topeka & Santa Fe vs. United States, 279 U.S. 768 (4) 
S. Ct. Rep. 494). In that case the court said “there is no ry) 
of law or practice which gives to a carrier the right to Tecap fi 
ture traffic which it originated.” The water carrier said thy} 
those cases presented a clear precedent against the reasonable § 
ness of the proposed restriction. ; 

The Union Collieries Co., Pittsburgh, Pa., in its request fy 
the suspension of the rule, said that if it became effective ; 
would increase the cost of its coal 38 cents a ton at points alo 
the New York state barge canal, such as Syracuse. It said j 
had shipped all-rail coal to that territory from its operations j 
the Freeport big vein field for test purposes but found that i 
was at a disadvantage of twenty-three cents a ton. Therefor | 
is said it was forced to the movement via the Lake Erie por | 

















Rock 


and the state barge canal. It figured the all-rail cost at $28 so u 
a ton while the rail-water combination would be only $2.45, in tl 
ton. | 
Southern lake cargo coal shippers, represented by the here 
Property Owners’ Committee, in asking for the suspension of injec 
the tariffs, said the move of the railroads introduced a nev rout 
element in that the rule attempted to exclude from the appli (3 Wat 
cation of the favorable lake cargo coal rates, coal that Was ji said 
or might be shipped from the same mines, in the same trains, 9 that 
under like contemporaneous conditions of transportation to the Wy wou 
ports, basing such exclusion wholly outside of any transpor | reas 
tation conditions to the ports and wholly beyond the authority a ci 
or jurisdiction of the rail carriers; that such restrictions could reas 
not be adequately policed by the rail carriers and that the Lun 
carriers were without any right in law to make the applica ber 
tion of the lake cargo rates dependent upon the conditions set 
out in the restriction. are 
After pointing out some of the conditions that would result Ha 
from the varying tariff provisions of different lines the Property cir¢ 
Owners’ Committee said it feared that if the Commission ma 
allowed these restrictions to become effective restrictions would pra 
be put on waterways in other states, such, for instance, as suc 
waterways in Wisconsin, which would discourage the movement : 
of coal by the waterways of the nation, all of which would be mit 
in direct conflict with the policy of Congress that the use of rel 
such waterways should be promoted and aided in every pos es 
sible way. re 
The C. Reiss Steamship Co. and the Rockport Steamship Co. 
said the tariffs were unlawful, in violation of the first three ae 
sections of the interstate commerce act, and section 500 of the bil 
transportation act. They said that the tariff items protested oe 
against endeavored to name rates for rail transportation de 
pendent on conditions attaching to the commodity subsequent 
to ultimate delivery by the rail carrier and substantially de 
pendent upon the use to which the commodity was put. Such 
limitations, they said, had been held by the Commission and the ba 
Supreme Court of the United States to be unlawful. pe 
Leathem D. Smith Dry Dock Co., Sturgeon Bay, Wis., the 34 
builder of self-unloading vessels operated largely, it said, on the te 
Great Lakes and especially adapted to the economical carriage of be 
coal from ports on the Great Lakes to points on or near the Erle - 
canal and for the economical transshipment of such coal to catal 1 
boats, also asked for the suspension of the tariffs carrying the . 
limitation rule. It said the boats so operated were in compe ir 
tition with the railroads in the carrying of coal to points 
the Erie canal and that the protested rule would make !t Pe 
impossible to continue this competition. It said that thal t} 
would be unduly prejudicial to it. a 
Vv 
it 
TRAIN CONTROL STATISTICS r 
The Commission has issued its annual statement pertaininé p 
to signals, automatic train control, and the telegraph and the fi 
telephone for transmission of train orders as used on the rail- ( 
roads of the United States as of January 1, 1932. The total 
length of railroad in the United States operated under the ’ 
block system on January 1, 1932, was 116,323.3 miles. Of this t 
total, 63,530.6 miles of road were automatic and 52,792.7 nom 


automatic. 
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CULLET ROUTING CASE 


With five of the ten participating commissioners dissenting, 
n whole or in part, the Commission, on reconsideration, in No. 
63451, Hudson Glass Co. vs. N. Y. N. H. & H. et al., has found 
not unreasonable or otherwise unlawful in the past, the rates 
on cullet (broken glass), carloads, from Waterbury, Conn., to 
Salem, N. J.. and Kane, Pa., and from Jamestown and Rochester, 
N. Y., to Salem. However, it was found the rates from Water- 
bury to Salem and Kane unreasonable for the future to the 
extent they may exceed the column 20 rates prescribed in the 
eastern class rate revision, minimum 50,000 pounds, plus the 
emergency charges authorized in the Fifteen Per Cent Case, 





1931. The new rates are to be effective not later than June 30. 


In the prior report it was held that a rate of 23.5 cents 
was not applicable over the New Haven to Greenville Piers, 
N. Y., and the Pennsylvania beyond, 760 miles, from Boston, 
Mass., to Rochester, N. Y. In the previous report division 3 
said that while the use of the longer route from Boston to 
Rochester was not specifically prohibited in the tariffs, it was 
so unnatural and circuitous that it would not ordinarily be used 
in the forwarding of the traffic. 

Commissioner Aitchison, dissenting in part, said he had 
heretofore voiced his opposition to the theory of the majority 
injecting a circuity limitation into tariffs published without 
routing restrictions, the route from Boston to Rochester through 
Waterbury and Kane being without restriction. That theory, he 
said, seemed to be based to a large extent on the assumption 
that to apply unrestricted rates over very circuitous routes 
would impute to the framers of the tariff in question an un- 
reasonable intention. Under that theory routes with as low 
a circuity of 70 per cent, he said, had been condemned as un- 
reasonable and unnatural. In support of that he cited Peabody 
Lumber Co. vs. Pennsylvania, 161 I. C. C. 794, and Mines Lum- 
ber Co. vs. Pennsylvania, 161 I. C. C. 801. 

“Yet in the instant case,” says the Aitchison dissent, “we 
are shown a specifically authorized route, that of the New 
Haven to Greenville Piers and the Pennsylvania beyond, whose 
circuity materially exceeds the reasonable limits defined by the 
majority. These limits are so universally exceeded in actual 
practice that the assumption against circuitous routes beyond 
such limits is not justified.” 

Chairman Porter joined in the Aitchison expression. Com- 
missioner Farrell, dissenting in part, devoted his attention to 
reparation. Commissioner Mahaffie, dissenting, said he found no 
justification for the reduction required by the majority in the 
basis of rates long maintained in this territory. Commissioner 
Lee joined in that expression. 

Commissioner Tate, the eleventh member of the body, did 
not participate in the disposition of this case, hence the possi- 
bility of a decision in which one-half of the commissioners are 
shown as dissenting either wholly or in part. 


COTTON BALE COVERING AND TIES 


The Commission, on further hearing, in I. and S. No. 3407, 
bagging, cotton baling ties and buckles to, from, and between 
points in southern and southwestern territories, I. and S. No. 
3437, cotton baling ties and buckles between points in southern 
territory, and No. 18957, Muscle Shoals Traffic Bureau vs. Ala- 
bama Central et al., in a report written by Commissioner Tate, 
has affirmed the previous finding that revised ratings and rates 
—— in the south on cotton-bale covering and iron or steel 
t and buckles, less than carloads, were justified. The orig- 
inal report was in 169 I. C. C. 253. 

The previous finding that class A rates on old cotton-bale 
covering, ties, and buckles, less than carloads, from points in 
the south to Tuscumbia and Sheffield, Ala., were not unreason- 
able, and that the rates on old worn-out bags having no greater 
value than for conversion into second-hand cotton-bale cover- 
ing, less than carloads, from and to the same points, were un- 
reasonable to the extent that they exceeded the contem- 
poraneous class A rates, has been affirmed in part and modi- 
ron part. Prior reports were in 139 I. C. C. 194 and 163 I. 

In the prior report in the complaint case, Commissioner 
Tate said, eighth class rates were prescribed for old worn out 
bags because it seemed abnormal to charge such old material, 
which was virtually rags, higher rates than new bale covering. 
With the increase in the bale-covering rates to sixth class, he 





said, that reason for the maintenance of eighth-class rates on 
worn out bags to be used in making bale covering disappeared. 
The Commission now finds that reasonable rates for the future 
on these old worn out bags will be sixth class. New rates are 
to be established not later than July 15. 

In the complaint case the Commission found the rates as- 
sailed on the old worn out bags were unreasonable prior to 
July 15, 1930, to the extent that they exceeded the contem- 
poraneous sixth class rates. The prior finding on that point has 
been modified in accordance with the new finding. 


TERRAZZO AGGREGATE RATES 


The Commission, by division 5, in I. and S. No. 3638, stone, 
marble and slate from or to southern points, in a report written 
by Commissioner Lewis, has found not justified, without preju- 
dice, the proposed increased rates and changes in schedules on 
crushed, powdered, or pulverized stone, marble, or slate, be- 
tween points in southern and official classification territories. 
This finding is without prejudice to the publication, under a 
commodity description approved in the report, of rates on ter- 
razzo aggregate from quarries in southern classification terri- 
tory to destinations in official clasification territory, and on 
pulverized stone from Sparta, Tenn., and Cartersville, Ga., to 
destinations in official classification territory in conformity with 
the conclusions expressed in the report. 

The Commission found that 12.5 per cent of the correspond- 
ing first class rate would be proper on terrazzo aggregate. 
That commodity is described in the report as “crushed stone 
or crushed marble (terrazzo aggregate), in bulk or in bags, in 
box cars.” Its minimum is to be 90 per cent of the marked 
capacity of the car. The 12.5 per cent basis is to apply to cen- 
tral territory. To destinations in trunk line and New England 
the Commission found justified rates which should not exceed 
mile for mile the basis authorized to destinations in central 
territory. The carriers are also to provide for the publication 
of the suspended rates on ground or pulverized stone from 
Sparta and Cartersville in accordance with a revised commodity 
description agreed upon by the parties at the hearing. The 
Commission said that the bases of rates approved might be 
made subject to the emergency increases authorized in the 
Fifteen Per Cent Case, 1931. 

Commissioner Mahaffie, dissenting in part, said that in his 
judgment the commodities here in question should bear rates 
no lower than fifteen per cent of first class. He said the 12.5 
per cent basis was based upon precedent shown in the report. 

“Many things lately have depreciated in value,” observed 
Mr. Mahaffie, “including precedents of this character.” 


COMMISSION REPORTS 


Hogs 

No. 23007, Hansen Packing Co. vs. C. M. St. P. & P. et al. 
By division 3. Rates, hogs, single-deck and double-deck car- 
loads, points in the Dakotas, and from Sioux City, Ia., and 
South St. Paul, Minn., to Butte, Mont., unreasonable to the 
extent that they exceeded rates shown in scales. Reparation 
awarded. The single-deck car scale begins with a rate of 53.5 
cents for 500 miles, becomes 58.5 cents for 600 miles; 63.5 cents 
for 700 miles; 68.5 cents for 800 miles; 73.5 cents for 900 miles; 
78.5 cents for 1,000 miles; 83.5 cents for 1,100 miles; and runs 
out with a rate of 86 cents for the block between 1,100 miles and 
1,150 miles. The double-deck scale begins with a rate of 46.5 
cents for 500 miles, becomes 51 cents for 600 miles; 55.5 cents 
for 700 miles; 59.5 cents for 800 miles; 64 cents for 900 miles; 
68.5 cents for 1,000 miles; 72.5 cents for 1,100 miles, and ends 
with a rate of 75 cents for the block between 1,100 and 1,150 
miles. 

Wrought Iron Pipe 


No. 24175, Swiss Oil Corporation vs. C. & O. et al. By divi- 
sion 4. Dismissed. Rate, wrought iron pipe, Aliquippa and 
Neville Island, Pa., to Louisa, Ky., not unreasonable. 


Sawed Limestone 


No. 22957, Edward Bowenkamp et al. vs. B. & O. et al. 
By division 5. Rates, limestone, sawed four sides or less, Bed- 
ford, Ind., district to St. Louis, Mo., and East St. Louis, I11., not 
unreasonable but unduly prejudicial as compared with rates 
on dressed stone between the same points to the extent that 
they may exceed rates 3 cent less than those contemporaneously 
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maintained on dressed stone. Rates on the new basis to be 
established not later than August 11. 


Sardines 


No. 24594, Greenspan Brothers, Inc., vs. B. & M. et al . By 
division 4. Dismissed. Less-than-carload rate, sardines, in cans, 
in boxes, Eastport, Me., to Perth Amboy, N. J., not unreasonable 
or unduly prejudicial. 

Wrapping and Printing Paper 

No. 24682, Wax Paper Products Co. vs. C. & N. W. et al. 
By division 4. Rate, wrapping and printing paper, in separate 
carloads, Middletown, O., to Omaha, Neb., unreasonable to the 
extent it exceeded 42.5 cents. Reparation of $64.43 awarded. 


Fabricated Steel Angles 


No. 24814, International Derrick & Equipment Co. vs. A. 
T. & S. F. et al. By division 3. Rate, one mixed carload, fabri- 
cated steel angles, beams, channels, plates, and bolts, Drumright, 
Okla., to Smackover, Ark., unreasonable to the extent it exceeded 
63 cents. Reparation of $250.75 awarded. 


Rough Granite 

No. 22515, Jones Monumental Works et al. vs. G. N. et al. 
By division 4. Dismissed. On reconsideration, finding in original 
report, 168 I. C. C. 160, that the carload rates on rough granite, 
Rockton, S. C., and South Ryegate, Vt., to St. Cloud, Minn., were 
unreasonable, reversed, for the reason shown in the Supreme 
Court’s decision in Great Northern vs. Delmar Co., 283 U. S. 
686. In that case the court held that where there were two open 
routes, one, if used, resulting in disregard of the fourth section 
of the interstate commerce act, the rate was applicable only over 
the route that would avoid fourth section violation. 


Cotton Bagging and Ties 

No. 21454, Otis Gin & Warehouse Co. et al. vs. A. & V. et al. 
By the Commission. Prior reports, 173 I. C. C. 133, and 179 
I. C. C. 496, finding, among other things, that the commodity 
rate of 83 cents on hemp or jute cotton bale bagging and iron 
or steel cotton bale ties, in straight or mixed carloads, Galves- 
ton and Houston, Texas, to destinations in New Mexico was re- 
established on July 5, 1929, amended by changing that date to 
read April 6, 1929, as shown by an examination of the applic- 


Broom Corn 


No. 24488, C. V. Hoke et al. vs. A. T. & S. F. et al. By 
division 3. Rates, broomcorn, Melrose, San Jon, Tucumcari, and 
Logan, N. M., and Walsh, Colo., to Little Rock, Ark., not in 
violation of the fourth section but unreasonable to the extent 
they exceeded or may exceed 95 cents from Melrose, 91 cents 
from San Jon, 93 cents from Tucumcari, 97 cents from Logan, 
and 86 cents from Walsh, minimum 18,000 pounds, subject to 
Rule 34, plus a transit charge of $6.30 a car on shipments ac- 
corded transit, and plus, permissively, the emergency charges 
authorized in the Fifteen Per Cent Case, 1931. New rates to be 
established not later than August 5. Reparation awarded. 


Iron and Steel Articles 


No. 22812, Topeka Chamber of Commerce et al. vs. A. T. 
& S. F. et al., and No. 23103, Same vs. Same. By division 3. 
Rates, iron and steel articles, St. Louis, Mo., and points of 
origin in Illinois and Indiana to Topeka, Kan., not unreason- 
able. Rates to Topeka, prior to December 3, 1931, unreason- 
able to the extent they exceeded, on woven wire fencing, car- 
loads, minimum 30,000 pounds, from Monessen, Pa., 83 cents, 
and on all the other iron and steel articles embraced in these 
cases, excepting wrought-iron pipe and wrought-steel conduit 
pipe, carloads, minimum 36,000 pounds, from Middletown, O.; 
67 cents; Ashland, Ky., 73 cents; Pittsburgh, Pa., 74 cents; 
Monessen, 79 cents, and Bethlehem, Pa., 89 cents. Rates, on 
and after December 38, not unreasonable. Further found that 
the assailed rate on like traffic from the points of origin con- 
sidered herein, other than those specifically referred to in the 
foregoing findings, to Topeka were unreasonable prior to De- 
cember 3, 1931, to the extent that they exceeded the bases of 
rates found reasonable on the same commodities in Sinclair 
Crude Oil Co. vs. A. T. & S. F., 168 I. C. C. 449, but not un- 
reasonable thereafter. Reparation awarded. Commissioners 
Brainerd and Lee wrote concurring views. 


Casinghead Gasoline 
No. 246438, Root Refining Co. vs. L. & N. W. et al. By 
division 4. Dismissed. Rate, casinghead gasoline, Homer and 
Haynesville, La., to El Dorado, Ark., not unreasonable or other- 
wise unlawful. 


SUMPTER VALLEY ABANDONMENT 


The Commission, in Finance No. 8100, Sumpter Valley Rail- 
way Co. abandonment, upon rehearing and reargument, has 
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authorized the applicant to abandon that part of its line & 
tween Bates and Prairie City, Ore., a distance of about twenty 
miles. In May, 1931, the Commission, by division 4, denieg the 
application without prejudice to renewal thereof after thre 
years. Upon representations by the carrier the matter te 
heard again and argued, the last step in the proceedings, ay 
argument, being taken in March, 1932. 

While the decline in the applicant’s revenues in the last 
two years was probably due in some measure to the prevailing 
industrial depression, the Commission said the trend towards 
transportation by truck apparently accounted for a larger Dor 
tion thereof. It said that while the people of Prairie City de. 
sired the railroad to continue in operation they did not furnig, 
enough traffic for its maintenance, but largely used other trans 
portation facilities. They therefore could not reasonably object 
said the report, to the abandonment of the section of the rail 
road under consideration to which they did not give effective 
support. 


PROPOSED REPORTS 


Asphalt 

No. 24718, White Eagle Oil Corporation vs. Big Fork & 
International Falls et al. By Examiner T. Leo Haden. Ratg 
asphalt, Casper, Wyo., to points in North Dakota and westem 
Minnesota, unreasonable to the extent they exceeded or may 
exceed the commodity rates to the so-called border points, Siouy 
City, Ia., Sioux Falls, S. D., Willmar, Paynesville and Duluth, 
Minn., or Oakes, N. D., plus 75 per cent of the class D rates 
beyond, in each instance using the rates contemporaneously jp 
effect in the period of movement, unless rates made on the 


basis of 80 per cent of the corresponding rates on refined pe ff 


troleum make less, with permission to add the emergency 
charges authorized in the Fifteen Per Cent Case, 1931. New 
rates and reparation proposed. 


Steel Grinding Balls 


No. 24816, Monarch Cement Co. vs. A. T. & S. F. et al. By | 


Examiner Leland F, James. Rate, rough forged steel griné- 
ing balls, Carteret, N. J., to Humboldt, Kan., unreasonable to 
the extent it exceeded 94 cents. Reparation of $110 proposed. 


Straw Board 


No. 24211, Stewart Inso Board Co. et al. vs. A. T. & S.F. 
et al. By Examiner Richard Yardley. Rates, straw board, St. 
Joseph, Mo., shipments to Duluth and Milaca, Minn., Aberdeen, 
S. D., and Fargo, N. D., inapplicable, some of the rates charged 
resulting in over and some in under charges. Applicable rates 
to Milaca, Minn., not unreasonable. Applicable rate to Duluth 
proposed to be found unreasonable to the extent it exceeded 
40 cents; that the present rate to Duluth is not unreasonable; 
and that the applicable rates to Fargo and Aberdeen were, are, 
and will be unreasonable to the extent they exceeded or may 
exceed 58.5 and 56 cents, respectively. No reparation, the 
examiner said, should be awarded, there being insufficient proof 
to show that either the Stewart Inso Board Co. or the Stewart 
Inso Board Corporation paid or bore the charges. New rates 
recommended. 

Bituminous Coal 


No. 24687, L. D. Wingfield-Hatcher Coal Co. vs. C. & 0. 
et al. By Examiner W. R. Brennan. Rates, bituminous coal, 
points in West Virginia to Richmond, Va., unreasonable to the 
extent that from the New River district they exceeded or may 
exceed 252 cents a net ton, and from the Kanawha district to 
the extent they exceeded or may exceed the rates from the 
New River district by more than 10 cents a net ton. New rates 
and reparation proposed. 


Silo Blocks 


No. 24947, Independent Silo Co. vs. C. B. & Q. et al. By 
Examiner Roy E. McKee. Dismissal proposed. Carload rate, 
silo blocks, Barr, Minn., to Provo, S. D., not unreasonable or 
otherwise unlawful. 

Distilling Apparatus 

No. 24998, Pullman Laundry Co. vs. B. & O. et al. BY 
Examiner Charles A. Rice. Dismissal proposed. Less-than-cal- 
load rating, distilling apparatus, iron or steel, on skids, Phila 
delphia, Pa., to Pullman, Wash., not unreasonable. 


Shoddy Lining 

No. 24732, Globe Superior Corporation vs. B. & M. et al. 
and a sub-number, Commerce National Manufacturing Co. et 4! 
vs. A. & W. P. et al. By Examiner Paul Coyle. Proposed 10 
dismiss complaint about any quantity ratings in southern class! 
fication on garment lining made from cotton shoddy, wool 
shoddy, and jute or hemp as not being unreasonable. Proposed 
to be found that charges collected on any quantity shipments of 
cotton garment lining from Sylacauga, Ala., to Commerce, 4. 
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were inapplicable, and that the applicable rate was 61 cents. 


i roposed. 
Reparation prop Tanks 
No. 24496, Birmingham Tank Co. vs. Southern et al. By 
miner Harris Fleming. Proposed that the Commission find 
ion 3 of Rule 34, consolidated freight classification, as ap- 
plied to eight shipments, tanks and various accessories moving 
prior to October 15, 1931, from North Birmingham, Ala., to points 
in Arkansas and North Carolina, resulted in the collection of 
unreasonable charges. Reparation proposed. The charges found 
unreasonable were those resulting from the failure of the defend- 
ants to furnish cars of the length ordered. Examiner proposed 
that the Commission, in disposing of this case shall follow 
National Supply Co. vs. C. C. C. & St. L., 173 I. C. C. 79. 


Coal Switching 

No. 24555, Crescent Coal Co. et al. vs. C. & E. I. By Examiner 
W. H. Smith. Proposed that the Commission hold that the move- 
ment between points in the Evansville, Ind., switching district 
of coal destined to points in Illinois be held interstate as part 
of through movement. Further proposed that the present inter- 
state switching charge, $6.30 a car, in connection with such 
movement be found not unreasonable but that switching charges 
in the past be found unreasonable to the extent that they ex- 
ceeded the present charge, and award reparation. Coal involved 
was fuel bought by the Illinois Central and intended for move- 
ment beyond Evansville. Superior court of Vanderburgh county, 
Ind., found that the traffic was intrastate commerce and enjoined 
the C. & E. I. from collecting a charge in excess of $2.70 a car. 
Case is pending on appeal in the Supreme Court of Indiana. 
Interstate switching charge on coal, which became effective May 
14, 1931, is $6.80 a car. 


NIAGARA JUNCTION ACQUISITION 


Examiner J. S. Prichard, in Finance No. 9003, Niagara Gorge 
Railroad Co. control, has recommended that the Commission 
deny the application of the Niagara Junction Railway Co. for 
authority to acquire the railroad properties and franchises of 
the Niagara Gorge Railroad, under a lease for 99 years, as hav- 
ing not been shown to be in the public interest. According to 
the examiner the evidence was that the so-called joint operation 
of the two lines, not physically connected, would result in prob- 
able savings of $17,100 a year. 

Prichard said that there was no affirmative evidence that 
a single patron of either line would be directly benefited by 
the proposed joint operation. He said that the plan would not 
facilitate the movement of interstate commerce in any manner. 
He said it was difficult to conceive the advantage of joint opera- 
tion of two lines when such lines had no physical connection 
and no functions to perform in common with each other, the 
junction railroad being an electric terminal switching line on the 
outskirts of Niagara Falls, N. Y., handling 40,000 to 50,000 car- 
loads of freight annually, and the other being the electric line 
running along the gorge of the Niagara River. Last year the 
junction’s railway operating revenues were $279,637 and its net 
income $80,845. For the years 1926 to 1931, the examiner said, 
the applicant’s railway operating revenues averaged $333,250 
and its net income averaged $70,680. 

The applicant’s stock is owned by the Niagara Falls Power 

Co., which in turn, the examiner said, was owned by the Buffalo, 
Niagara & Eastern Power Co. Several years ago, the examiner 
said, the first mentioned power company acquired the gorge 
railroad for $1,949,000, the applicant’s vice-president testifying, 
the report said, that he did not feel that the property of the 
gorge railroad was worth that much for railroad purposes, but 
that, due to the value of the gorge land and riparian rights, 
the power company was willing to pay that amount. 
; The gorge railroad, a scenic route passenger carrying road, 
is shown in an exhibit as being operated at a loss, the deficit 
of $22,665 in 1926 rising to $105,493 in 1931. The applicant, 
under the plan put before the Commission, agreed to pay $30,000 
a year as rental for the gorge railroad, to maintain the property, 
pay the taxes and assume other expenses. 

Prichard said the case presented a unique situation, that of 
a freight carrying line seeking to operate, under lease, a sight- 
seeing passenger line serving a different locality, their opera- 
“ions in no sense being allied. The only relationship between 
the two, he said, was that both were controlled, through stock 
ownership, by a power company that supplied them with electric 
motive power. The general officers and directors of both, he 
said, Were largely the same and served without compensation. 
He said the record indicated that they also served the power 
company and were remunerated from that source. 

One of the fears expressed was that if the lease was not 
approved ultimate abandonment of the gorge railroad properties 
would come about. 

Examiner Prichard said that the record failed to show why 
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the power company, exercising complete control over the com- 
panies, could not effect substantially the same economies with- 
out the necessity of the proposed 99 year lease. 


Cc. G. W. OPERATION CHANGES 


Examiner O. D. Weed, in Finance No. 9036, Chicago Great 
Western Railroad Co., proposed abandonment and operation, has 
recommended that the Commission authorize changes in opera- 
tion proposed by the applicant which involve abandonment and 
a little new construction on the applicant’s Simpson-Winona 
branch, in Winona county, Minn. Specifically he said the Com- 
mission should permit the abandonment of operation over that 
part of the line extending from Altura to Rollingstone, a dis- 
tance of about nine miles, the construction of a track a little 
more than 500 feet long near Utica to connect with the main 
line of the Chicago & North Western, and operation by the 
applicant under trackage rights over the North Western, the 
Burlington and the Winona Bridge Co., between Utica and 
Winona, a distance of about 24 miles. The applicant is to 
pay $15,000 a year, as a minimum, for the trackage, which 
Weed said would be also the maximum for years to come, 

Objection was made by Altura and Rollingstone interests 
which said they would not have as good service under the pro- 
posed plans as they had now. The object of the proposed 
arrangement is to save the expense of rehabilitating the part 
of the branch over which operation is to cease. The saving in 
expense, Weed said, would be particularly advantageous at 
this time in view of the present serious conditions confronting 
nearly all carriers. The testimony, he said, did not indicate 
that the communities concerned would suffer any serious dam- 
age or inconvenience by the change of service proposed. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 30 totaled 
554,012 cars, according to reports filed by the railroads with 
the car service division of the American Railway Association. 
This was a decrease of 8,368 cars under the preceding week, 
220,730 cars below the corresponding week in 1931 and 388,662 
cars under the same period two years ago. 

Miscellaneous freight loading the week ended April 30 
totaled 199,617 cars, a decrease of 4,707 cars below the preced- 
ing week; loading of merchandise less than carload lot freight 
totaled 185,023 cars, a decrease of 96 cars; grain and grain 
products loading for the week totaled 32,741 cars, 1,482 cars 
above the preceding week; coal loading totaled 91,050 cars, a 
decrease of 2,023 cars below the preceding week. 

Forest products loading totaled 19,942 cars, an increase of 
137 above the preceding week; ore loading amounted to 2,996 
cars, a decrease of 1,950 cars below the week before; coke 
loading amounted to 3,017 cars, 584 cars below the preceding 
week; live stock loading amounted to 19,626 cars, a decrease 
of 627 cars below the preceding week. 

Revenue freight loading by districts the week ended April 
30 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 5,715 and 6,003; live 
stock, 1,647 and 2,008; coal, 26,146 and 35,705; coke, 879 and 1,722; 
forest products, 1,451 and 2,186; ore, 500 and 683; merchandise, L. 
C. L., 49,115 and 62,453; miscellaneous, 48,666 and 73,377; total, 1932, 
134,119; 1931, 184,137; 1930, 220,015. 

Allegheny district: Grain and grain products, 2,755 and 2,893; 
live stock, 1,201 and 1,488; coal, 26,396 and 34,013; coke, 1,123 and 
3,680; forest products, 900 and 1,563; ore, 479 and 1,963; merchandise, 

. C. L., 38,539 and 48,067; miscellaneous, 41,929 and 66,403; total, 
1932, 113,322; 1931, 160,070; 1930, 195,550. 

Pocahontas district: Grain and grain products, 283 and 277; live 
stock, 47 and 39; coal, 21,866 and 26,629; coke, 198 and 229; forest 
products, 660 and 910; ore, 60 and 140; merchandise, L. C. L., 5,196 
and 6,313; miscellaneous, 5,994 and 8,020; total, 1932, 34,304; 1931, 
; 1930, 53,890. 

Southern district: Grain and grain products, 3,422 and 3,690; live 
stock, 804 and 1,142; coal, 8,701 and 13,614; coke, 202 and 443; forest 
products, 6,314 and 10,808; ore, 179 and 700; merchandise, L. C. L., 
31,327 and 37,540; miscellaneous, 32,431 and 50,390; total, 1932, 83,380; 
1931, 118,327; 1930, 137,678. 

Northwestern district: Grain and grain products, 6,948 and 8,726; 
live stock, 3,885 and 5,844; coal, 3,034 and 4,386; coke, 457 and 1,224; 
forest products, 4,595 and 8,168; ore, 692 and 4,615; merchandise, 


L. C. L., 22,274 and 28,055; miscellaneous, 21,296 and 32,407; total, 
1932, 63,181; 1931, 93,425; 1930, 132,229. 
Central Western district: Grain and grain products, 9,730 and 


10,384; live stock, 8,958 and 10,586; coal, 3,611 and 5.552; coke, 103 and 
148; forest products, 3,643 and 6,196; ore, 877 and 2,427; merchandise, 
L. C. L., 25,095 and 29,680; miscellaneous, 29,491 and 45,066; total, 
1932, 81,508; 1931, 110,039; 1930, 128,746. 

Southwestern district: Grain and grain products, 3,888 and 4,952; 
live stock, 3,084 and 2,693; coal, 1,296 and 2,273; coke, 55 and 64; 
forest products, 2,379 and 3,976; ore, 209 and 449; merchandise, L. C. L., 
13,477 and 15,024; miscellaneous, 19,810 and 36,756; total, 1932, 44,198; 
1931, 66,187; 1930, 74,566. : 

Total, all roads: Grain and grain products, 32,741 and 36,925; live 
stock, 19,626 and 23,800; coal, 91,050 and 122,172; coke, 3,017 and 7,510; 
forest products, 19,942 and 33,807; ore, 2,996 and 10,977; merchandise, 
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ations in Illinois on and east and south of the Alton Raj. 


L. C. L., 185,023 and 227,132; miscellaneous, 199,617 and 312,419; total, to destin : 

1932, 554,012; 1931, 774,742; 1930, 942,674. road to which rates of less than 101 cents were prescribed; all othe 
: petitions in this proceeding have been denied. 

No, 25026, Ash Grove Lime & Portland Cement Co. of Nebrask 


i ared with the two 
reight in 1932 comp ed ” vs. Cc. B. & Q. et al. The Lehigh Portland Cement Company ha 
been permitted to intervene. 
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previous years follows: 
1932 1931 1930 2, The Edgerton Manufacturing 
Four weeks in January..---+rrer'* 2,269,875 2,873,211 3,470,797 The Berrien County Package Company has been permitted to inte. 
Four weeks in February..-----**" 2,245,325 2,834,119 3,506,899 vene. ; 
Four weeks in March....----97°"" 2,280,672 2,936,928 3,515,733 No. 25156 (and Sub. No. 1), Basic Dolomite, Inc., et al. vs. Am 
Five weeks in April. ..ccccccceeres 2,772,888 3,757,863 4,561,634 Arbor et al. The Koenig Coal & Supply Company has been permittej 
—— —— —— to intervene. 
EE cccnnensseceesevesse ess ss” 9,568,760 12,402,121 15,055,063 ae 
SUSPENDED TARIFFS 








In I. and S. No. 3746, the Commission has suspended fron 
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COMMISSION 0 , : May 12 until December 12 schedules in supplements Nos. 8 

No. 18693 Standard Gypsum Co. vs. Union Pacific et al., and , . 5 and 
No. 18909, Pacific dard ana Cement Co., Consolidated, VS. Western 9% to St. Louis-San Francisco I. C. C. No. 9082. The suspende 
—— al. De of Standard — Company for further con- schedules propose to reduce the rate on sand and gravel, i= 
sideration and oral argu jonsed. carloads, from 240 to 70 cents a ton of 2 000 pounds from Cap fam wi 
t al. vs. L. N. et al. ’ ’ ape with 1, 
No. 21578, rs ont Freight an aan pan Wn ooner = Site pro- Girardeau and Marquette, Mo., to Thebes, I[Il., when moving wi} Fr 
the St. L.-S. F. and C. & E totaled 
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lowing tariffs: Supplements Nos. 
os. 6 and 9 to I. C. C. No. 1288. The suspended respon 
Re 


the rates on liquefied chlorine gas, 
nts per 100 pounds from with 
Colorado, including othe ing pe 


June 10, upon ten days’ notice, modified so as 


on July 10, upon 30 days’ notice. ’ 
No. 21972, Frank B. Bowker et al. vs. Santa Fe et al. Complain- supplements N 
ants’ second petition for modification of order, denied. 

No. 23079 Defendants’ schedules propose to reduce 


Apache Powder Co. VS. Santa Fe et al. 
consider park H edification, tnt. onnae in carloads, from 140 cents to 108 ce 
. ranklin Par ay rai . vs. L. ._ E. ’ : ae a pe 
Defendants’ petition for reconsiderati , denied. Pacific coast origins to destinations 1n 
23891, J. D. Crosby Co. vs. Pennsylvania et al. Complain- points in transcontinental Group J. 
In I. and S. No. 3745, the Commission has suspended from | 
per 10 schedules in supplement No. 19 to F 


ion on the woceed — — — 
} , .S. Lines et al. May 10 until Decem 
Defendants’ etition for rehearing, denied. y : : 
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Revenue a passenger mile was 2.417 cents in February, 
1932, as compared with 2.656 cents in February, 1931. 
Passenger revenue in the two months ended with February 
otaled $71,861,833 as compared with $99,720.517 in the corre- 
Isponding period of 1931. eas 

Revenue passengers carried in the two months totaled 
87,566,000 as compared with 103,608,000 in the corresponding 
period of 1931. } 

Revenue a passenger mile totaled 2.473 cents as compared 
with 2.723 cents for the corresponding period in 1931. ; 

Freight revenue of Class I carriers totaled $204,442,112 in 
February as compared with $257,454,795 in February, 1931. 

Revenue tons carried total 95,499,000 in February, 1932, as 
compared with 122,515,000 in February, 1931. 

Revenue a ton-mile amounted to 1.047 cents as compared 
with 1.049 cents in February, 1931. 

Freight revenue in the two months ended with February 
totaled $412,030,292 as compared with $534,470,309 in the cor- 
responding period of 1931. 

Revenue tons carried totaled 192,663,000 in the two months 
ended with February as compared with 257,983,000 in the cor- 
responding period of 1931. 

Revenue a ton-mile was 1.032 cents in the two months ended 
with February as compared with 1.031 cents in the correspond- 


ing period of 1931. 


SIX-HOUR DAY INVESTIGATION 
The Trafic World Washington Bureau 


With railroad management and railroad labor represented 
by large groups that filled the Commission’s main hearing room, 
May 11, Commissioners Eastman, who presided, and McManamy 
and Lee, began the investigation in Ex Parte No. 106, which 
was instituted by the Commission in response to the joint resolu- 
tion of Congress directing the Commission to “investigate what 
would be the effect upon operation, service and expenses of 
applying the principle of a six-hour day in the employment of 
all classes and each particular class of railway employes be- 
cause of such application,’ and to report its findings to Con- 
gress on or before December 15, 1932. 


In opening the hearing, Commissioner Eastman said it would 
be noted that the Commission was not directed by the resolu- 
tion to express an opinion upon the wisdom or expediency of 
the six-hour day but to ascertain and report certain facts, 
namely, the “effect upon operation, service and expenses of 
applying the principle of a six-hour day.” In other words, he 
said, the Commission was here acting as a fact-finding body. 
He added in effect that the Commission did not, therefore, re- 
gard the proceeding as a controversy between parties, but as a 
mutual search on the part of all parties for the facts that were 
to be ascertained. He said the Commission had thought it 
best, before inaugurating any independent investigation on its 
own part into the facts, to hear such evidence as might be 
presented at the hearing. After considering that evidence, said 
he, the Commission might be of opinion that it was necessary 
or desirable for it to undertake an independent investigation 
through its staff of employes, and that if so, it would proceed 
accordingly, so far as practicable, and present the results of 
such investigation at some later hearing. 


In an opening statement in behalf of the railroads, Jacob 
Aronson, general counsel of the New York Central, said that 
in the studies made by the carriers in preparation for the in- 
vestigation, “we have assumed that the application of the prin- 
ciple of the six-hour day means that the carriers will be re- 
quired to pay the same amount for a basic six-hour day as they 
now pay for a basic eight-hour day. 

‘Adoption of the principle of the six-hour day for railway 
employes, our studies indicate,” continued he, “will increase 
the payrolls of the Class I carriers by approximately 25 per 
cent. Applied to the year 1930, that increase would have been 
pda ng he age cage Such an increase in 1930 would have 

ed in failure to mee 
$100,000.00. (0) t fixed charges by approximately 

“For the purpose of assembling data in response to the 
Commission’s order, the carriers are divided into threé regions 
—one comprising the so-called eastern region, another the south- 
eastern and the third the western region. It is our purpose to 
submit most of our evidence through witnesses who will testify 
= the carriers in each of these three territorial regions, With 
a © approval of the Commission, it is our purpose to submit 
rst the evidence of the eastern railroads, next the evidence of 
the Southeastern and, third, the evidence of the western car- 
— Following the submission of evidence by the three regions 
pe will submit certain financial and statistical evidence which, 
mong other things, will deal with the result of the applica- 


hd the principle of the six-hour day to the railroads as a 
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Donald R. Richberg, counsel for the twenty-one standard 
railroad labor organizations represented in the Railway Labor 
Executives’ Association, discussed the construction to be put 
on the resolution of Congress under which the investigation 
was being conducted. 

In order to avoid a narrow limitation on evidence, said he, 
the Commission should not attempt to confine the evidence 
taken to statistical material and rigid or arbitrary modifications 
of existing practices but should give a wide latitude to com- 
petent witnesses in expressing their opinions and in laying the 
basis for their opinions, as to effects regarded by them as 
either desirable or undesirable, based on reasonable assump- 
tions as to future conditions in the railroad and other indus- 
tries. He defined the principle of a six-hour day as follows: 


We define the principle of the six hour day as envisaging a 
livelihood to the worker as the product of substantially six hours 
work per day for each working day (assuming the desirability and 
general acceptance of a one day rest in seven), with recognition of 
the fact that in many instances existing conditions and future con- 
ditions may require, as the practical means of applying this prin- 
ciple, a different allotment of time in each work week or work 
— than the mathematical allotment of six hours out of each work 
ay. 

We call specific attention to the fact that Congress did not 
direct the Commission to investigate the establishment of “a six 
hour day” in all classes of railway employment, but directed the 
Commission to investigate the effect of applying ‘‘the principle of 
a six hour day.’”’ The principle of the six hour day is clearly the 
principle of such a limitation upon hours of work. But the prac- 
tical application of any principle in human affairs requires modi- 
fication of what is theoretically desirable to what is practically pos- 
sible. In other words, it is the purpose of the application of the 
principle of the six hour day to relieve unemployment and not to 
provide a means of increasing the earnings of the employe, nor to 
provide a means of decreasing the earnings of the employe, nor of 
establishing any limitation upon days that may be worked per week 
or month, leaving such a question to be determined by agreements 
reached in the usual manner through negotiation. 

There is also undoubtedly comprehended within the question 
presented in this investigation the thought of maintaining and improv- 
ing the average standard of living. The Commission will take judicial 
notice of the fact that the six hour day has been widely discussed 
and advocated as a means of providing employment for more men, 
but not as a means of reducing the average standard of living. It 
has been commonly assumed, whether rightly or wrongly, that, as 
the productive power of our industries per man has increased, it 
has become socially desirable to employ more men at shorter hours, 
instead of less men at the same hours. 

The principle of the six hour day does not call for a mathe- 
matically reduced period of work; or for a mathematically increased 
pay for work. It does envisage an ultimately larger compensation 
for work. But this “larger compensation’’ means not simply a com- 
putation of dollars and cents, representing a fluctuating purchasing 
power, but a larger compensation in the rewards of labor, in a bet- 
ter standard of living. The principle of the six hour day may be 
said to be based on two widespread beliefs: First, that it is neces- 
sary, in order to provide employment for all those who must be 
gainfully employed if we are to maintain national prosperity, to 
shorten the hours of wage earning labor; and, second, that a better 
standard of living can be obtained for the great masses of the peo- 
ple by thus shortening the hours of labor. 

The foregoing definition of the principle of the six hour day 
should make easier the understanding of the possible methods of 
its application. We will present evidence to show that in certain 
classes of employment it can be applied in the form of a six hour 
day six days a week. In other classes of employment modifications 
of this rigid six hour day may be necessary, in order to apply the 
principle in the most practical manner. In some instances such 
modifications may be only temporary and in some instances they may 
appear to be practically permanent, owing to the difficulties of 
utilizing the mathematical six hour day under all the conditions of 
the industry. 


Labor’s Philosophy 


Mr. Richberg then discussed the question of what was in- 
cluded in the separate terms “operation,” “service,” and “ex- 
penses.” As to “service” he said the common interpretation 
of the “service” of an industry was the service it rendered to 
others than those who were engaged in it. The thought that 
there was involved in “service” an obligation on the part of 
an industry to provide work for those who had given their lives 
to that industry was then developed by Mr. Richberg. In part 
he said: 


It is not our desire at this point to enter upon an extended discus- 
sion of economic theories, but merely to point out that in investigat- 
ing the effect upon the “service’’ of the railroad industry of the appli- 
cation of the principle of the six-hour day, the Commission should not 
consider solely the ‘‘service’’ rendered to customers; but should give 
even more attention to the primary service of the industry in furnish- 
ing a means of earning a livelihood to over 1,500,000 employes. Indeed, 
it can hardly be questioned that this service of the industry was the 
principal basis for the action of Congress when it is recalled that 
the preamble of the Senate Resolution began— 

‘“‘Whereas unemployment in the railroad industry has reached the 
point where it presents a grave problem for both employes and for the 
transportation system.”’ 

Unemployment is a national (and an international) problem. It is 
not a temporary problem; but a recurring, persistent problem which 
has grown more imperative and more difficult of solution as modern 
industries have developed. 

It has become evident that we must solve the problem of unem- 
ployment as a prerequisite to solving all other economic and political 
problems. If an opportunity to earn a livelihood is afforded to every- 
one able and willing to work, we have clearly the capacity to produce 
the goods and services which are necessary to maintain and to 
improve the present standard of living. But if we disregard the 
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necessity of furnishing everyone an opportunity to earn a livelihood 
and devote our attention to the production of goods and services and 
to maintaining artificial values of ownership rights, unemployment 
will continue to be a recurring, and evidently a growing, problem. 
And with recurring periods of unemployment there will be wiped 
out periodically enormous property values with the consequent under- 
mining of the very foundations of our economic and political structure. 

For the reasons briefly suggested, we desire to emphasize the 
fact that the primary service of the transportation industry, as of 
every other industry, is that it serves to provide a livelihood for 
somewhere between 1,500,000 and 2,000,000 men and thereby (counting 
their dependents) to provide a livelihood directly for about 8,000,000 peo- 
ple. The purchasing power of the wages paid by this industry plays its 
part in providing a livelihood for all other workers, by furnishing a 
market for the goods and services they produce. If 500,000 in an- 
other industry are out of employment, there is a lower demand for 
the services of the railroad industry. If 500,000 railway employes are 
out of employment, there is a lower demand for the services and 
products of other industries. 

en the Interstate Commerce Commission reviews the figures 
before it and observes that in a time of seeming prosperity 300,000 
railway employes lost their employment; and when the Commission 
turns to other industries and finds their production increasing and 
the number of their employes likewise diminishing, the Commission 
will have before it incontestable proof of the cause of the present 
plight of the railroads. The Commission will know that if 300,000 
men had been kept employed by the railroads, there would have 
remained that additional purchasing power to support the employes 
of other industries; and that if the millions now unemployed in other 
industries had been kept employed, the railroads would not be in the 
present doldrums. 

We believe that the Commission when it reviews the course of 
our industrial development and decline, will see clearly that if the 
managers of industry had recognized, and managed these industries 
so as to accomplish, their primary purpose of furnishing a livelihood 
to those who had engaged in them, the railroad industry, and all 
other industries today, would not be wallowing in the depths of the 
present depression. It is the contention of the railway employes 
that it is the duty of an industry to care for those who have invested 
their lives in the industry, with at least the solicitude manifested 
for those who have invested their surplus money in the industry. It 
is further the contention of these organizations that if the managers 
of each industry did undertake, as their primary responsibility, to 
maintain the employment of those who have invested their lives in 
the industry, they would give adequate and permanent protection, in 
the only way possible, to those who invest their money in industry, 
because the values of those investments of money depend wholly 
upon the maintenance of employment and the prevention of disastrous 
periods of spreading unemployment. 

It is the position of these organizations that the railroad industry 
under government regulation must adapt its managerial policies to 
the social and economic needs of all the people; and must follow 
policies reasonably calculated to promote the general welfare. The 
transportation industry is a vital part of every other industry. If 
the principle of the six-houh day ought to be applied throughout 
industry, as a means of maintaining employment and preventing un- 
employment (which would otherwise result from changing industrial 
processes and from excessive valuations placed upon ownership 
rights) then the effect of the application of such a principle in the 
railroad industry must be found to be beneficial. If the effect of the 
application of this principle upon the primary service of every indus- 
try, in providing a livelihood for those who are engaged in it, is an 
improved “service,” then the effect upon the railroad industry must 
he likewise that it renders an improved ‘‘service.’’ And we submit 
that it is a necessary part of the present investigation, and of the 
report of its findings hy the Commission, to determine, so far as it 
can he determined from the facts available and the drawing of rea- 
sonable conclusions from those facts, the ultimate and far-raeching 
effects of the application of this principle which is designed to re- 
lieve and to prevent unemployment in an industry, which (together 
with every industry in the country) is suffering today primarily be- 
cause it has failed in its first obligation to furnish a livelihood to all 
those who have invested their lives in that industry. 


John G. Walber, vice-president in charge of personnel of the 
New York Central Lines, the first witness called in behalf of 
the eastern railroads, summarized the outstanding rules in re- 
spect to labor and working conditions now in effect which 
would be encountered in rearranging service to conform to a 
six-hour day. The material to be submitted at this hearing, he 
said, has been prepared without prejudice or bias in any form 
and is designed to give the Commission and Congress the facts 
in the case. 


George J. Ray, of New York, chief engineer of the Dela- 
ware, Lackwanna & Western, testified as to the effect on 
maintenance of way work on 34 of the principal eastern rail- 
roads should the six-hour day be substituted for the eight-hour 
day. 

On the basis of the work actually performed in 1930 by 
maintenance of way employes, signalmen and similar classes 
of employes on the thirty-four eastern roads, application of a 
six-hour day he said would have required an increase of more 
than twenty-nine per cent in the number of employes and an 
increase of thirty-two per cent in cost to have performed the 
same work. 

Other witnesses for the carriers included R. F. Faries, as- 
sistant chief engineer of the Pennsylvania; John T. Gallagher, 
manager of station service on the Erie, and F. A. Stine, who 
testified as to the effect of a six-hour day on dining car service. 
This testimony was of a detailed nature and showed, accord- 
ing to the witnesses that operating expenses would be greatly 
increased by application of the principle of the six-hour day. 
It was also contended that in a number of instances an actual 
six-hour day could not be established because of the nature of 
the service. It was asserted that where machines could be 
used the six-hour day would force an increase in the number 
of machines and the employment of fewer men. 
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15A AND RAILROAD CONTROL 
The Trafic World Washington Bure 


Filing of majority and minority reports in the House at 
Representatives on H. R. 11677, the bill approved by the ma 
jority of the House committee on interstate and foreign cop, 
merce to amend sections 5, 15a and 19a, with respect to ¢q, 
solidation and control of railroads, rate-making, recapture ¢ 
excess earnings and valuation of railroads has revealed gubgta, 
tial difference of opinion among the committee members ag 4 
retroactive repeal of the recapture provisions and as to cont) 
of railroads. 

Representatives Hoch, of Kansas; Burtness, of North },. 
kota; Nelson, of Maine; Robinson, of Iowa, and Garber of Ox), 
homa, submitted a minority report attacking retroactive repe, 
of the recapture provisions. 


Representatives Beck, of Pennsylvania, formerly solicitor 


general of the United States; Cooper, of Ohio; Wyant, of Pep. 
sylvania, and Igoe, of Illinois, submitted a minority report pr. 
testing against the so-called holding company provisions of th 
bill. 

If these groups can command support in the House, the 
outlook for favorable action on the bill as reported by the 
committee will not be bright. It may well be that the two. 
headed opposition to the bill, as revealed in the minority r. 
ports, may prevent passage of the bill in the House. 


Representative Hoch and his associates, in their minority 
report on recapture, said they favored repeal of recapture fo 
the future but they did not think it right to wipe it out for the 
past and relieve the railroads of all claims. They discussed the 
rate-making and recapture provisions of section 15a, the theory 
of that legislation, the decision of the Supreme Court of the 
United States in the Dayton-Goose Creek case wherein the 
court held that the excess earnings constituted a trust fund 
not belonging to either carriers or shippers, and then came to 
the conclusion that rates even now were on a much higher level 
than when the transportation act was passed and that therefore 
absolute cancellation of all recapture claims from the beginning 
would not be justified. They argued, in effect, that the carriers, 
under the rate-making and recapture provisions had collected 
more than they otherwise would have collected and that there 
fore there should be something taken from them. 


Their substitute proposal for retroactive repeal of recap. 
ture, they said, was to offset the lean years against the fat 
years. This, they said, would release entirely more than half 
of all carriers against which claims now existed and would sub- 
stantially reduce the remaining claims. In part they said: 


_The practical effect of the change above suggested to a period 
basis is indicated by the following figures: Based -on Commission 
figures, recapture claims now exist against 446 railroads, most of 
the claims being for small amounts. The total claims aggregate 360 
millions. If the computation were based on the whole period from 192) 
to 1930, inclusive, 283 out of the 446 carriers would be released entirely 
and most of the remaining claims greatly reduced. Of the 90 Class I 
carriers, 45 would be released entirely: of the 137 Class II carriers, 
83 would be released entirely; of the 135 Class III carriers, 100 would 
be released entirely; and out of 84 Class IV carriers, 55 would be 
released entirely. The total claims would be reduced from 360 to 
237 millions. These figures include neither 1931 nor 1932 which would 
be included under the proposal. If the figures for those years, not 
now available, were included, the total amount and the number of 
carriers liable would undoubtedly be still further greatly reduced. 
In this connection it is significant to note that out of the 222 millions 
due from Class I carriers based on the 11-year period. 113 millions 
or more than 50 per cent is due from three carriers. With lean as 
well as fat years figured in, the Chesapeake & Ohio earned during 
the 11-year period, 93 million dollars in excess of 6 per cent; the 
Norfolk & Western earned 821% millions in excess of 6 per cent; and 
the Duluth, Missabe & Northern about 51 millions in excess of 6 
per cent. The claims, of course, are only for half of such excess. 
The first named road fell below 6 per cent in only two years; the 
second fell below in four years; and the third earned a_ substantial 
excess every year of the 11. It seems particularly hard to justify 
an absolute cancellation of all claims in cases such as these. 

We propose, in order to avoid litigation as far as possible, t 
grant to the Commission the power to make compromise settlements 
of these past claims against the carriers. It is recognized that there 
are important issues in controversy between the Commission and the 
carriers which may result in extended litigation. The principal issue 
relates to valuations. The carriers dispute the Commission’s method 
of determining valuations. They have contended that the Commission 
has not valued their property high enough. Some comment might 
well here be made as to the effect of present conditions under which 
reproduction costs have been greatly lowered. But without expressins 
any opinion as to the merits of the valuation controversy, the signifi- 
cance of the issue is readily admitted. Obviously any raising 
lowering of the valuation base, changes the percentage of return all 
affects the claim as to excess earnings. Compromise settlements would 
of course still further reduce the amounts recoverable. * * * No 
only do we propose compromise settlements but would grant to the 
Commission the power to fix terms and conditions of payment sl 
that no undue hardship would be imposed. Such a provision for libera’ 
terms would take account of the financial condition of any carriers 
affected. May we say in passing, that it may well be doubted whether 
aside from present economic conditions very many would serious 
urge absolute cancellation of all past claims. It seems unwise 1 
base permanent action on a period of economic distress which we 4 
hope will soon pass. 

The question is asked, ‘““What would be done with this fund ~ 
it is recovered?” We see no need to be perplexed about that. 
the first place, one reason the comparatively small recapture — 
now available has not been used to help weak roads lies in 
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of the terms under which it can be loaned—both as to rate 


severity 
nd the security required. These terms might be liberal- 
of Internat “there would be ample use for such a fund if the terms 


were so modified is evident from the fact that many loans are now 
being made to the carriers by the Reconstruction Finance Corporation. 
If not used for making loans to carriers there are many other trans- 
ortation needs that the Commission might well serve in handling 
aa a revolving fund. If no special use is provided the recaptured 
funds might be covered into the general fund of the treasury. The 
constitutionality of the latter proposal has been questioned. We sub- 
mit that it would at least be as constitutional to turn it into the 
treasury as it would be to turn it back, as the Committee proposes, 
to the carriers to whom, in the opinion of the Supreme Court, it does 
not belong. However, Congress may well determine later what dis- 
osition to make of such funds as may be recovered. Amendments 
will be offered to carry into effect the above suggestions. 


Representative Beck and his associates protested against 
inclusion in the one measure of the rate-making and recapture 
bill and the holding company bill. They said they favored re- 
troactive repeal of recapture. 

In their judgment, they said, the holding company provi- 
sions of the merged bill “seek to confer a power upon the In- 
terstate Commerce Commission to determine under what cir 
cumstances any person or corporation shall acquire and own 
the shares of railroad companies.” 

“In the last analysis,” said the Beck minority report, “the 
proposed law means that if the Interstate Commerce Commis- 
sion is of opinion that it is not in the public interest for one 
man or a corporation, being a holding company, to have the 
control through stock ownership of more than one carrier, that 
the Commission can compel him to divest himself of the stock, 
or forfeit its most valuable rights, i. e., the right to vote as 
such stockholder.” 

The objectors to the holding company part of the bill then 
proceeded to discuss the validity of the bill under the Consti- 
tution and said if justified at all, it could only be under the 
commerce clause of the Constitution. This discussion proceeded 
along the line that the mere ownership of shares of railroad 
stock was not interstate commerce, as follows: 


In this case, the only suggestion of a substantial relation to the 
free flow of interstate commerce is that in the opinion of the Com- 
mission the control of two carriers may interfere with a plan for the 
consolidation of railroads which Congress authorized the Interstate 
Commerce Commission to prepare. ‘This plan, at best a visionary 
dream, was only a plan to be submitted to the railroad carriers for 
their voluntary acceptance or rejection. No one has as yet seriously 
contended that under the commerce power the Commission, or Con- 
gress, could consolidate the railroads of the United States against the 
wishes of the states that incorporated them and against the wishes 
of the owners who invested in such state corporations in good faith. 
If Congress could disrupt the entire railroad system of this country, 
as formed under state corporations, by compelling them to consolidate 
any two or more systems, then state laws and state charters become 
a mere scrap of paper. As the Commission was simply authorized 
to suggest, and not to impose, a plan of consolidation, and has no 
power under existing law to do any more, the attempt of Congress 
by the proposed bill to vest in the Commission a right not merely to 
say whether the control of two non-competitive carriers is prejudicial 
to the plan of consolidation, but to compel the owners of the stocks 
to part with the voting power of such stocks, surely bears no such 
substantial relation to interstate commerce as to justify the proposed 
legislation. . . . The commerce power of the nation has been pushed 
to extreme limits, but hitherto it has never been suggested that there 
is any general power on the part of the federal government to deter- 
mine who shall own or vote and who shall not own or vote railroad 
shares, especially as these shares are those of corporations which were 
created by the states and owned by individuals. Even if the consti- 
tutional power of the federal government to pass such a law be 
assumed, there remains the question whether Congress, especially in 
this critical period, should exercise a power which goes to the extreme 
limit of communizing the railroads of the United States under the 
power of a governmental bureau. 


The creation of the Interstate Commerce Commission in 1887 was 
a wise act. It has for many years acted successfully and advan- 
tageously as a great arbiter between the railroads and the public. 
Much of its work is altogether admirable, but its history has been 
marked by an ever-increasing demand for greater power, and with 
the growth of this power the ability of the commissioners, collectively, 
to exercise these particular powers wisely has grown less. Today the 
interstate Commerce Commission claims to be a super board of 
are Sue all the railroads of the United States. Freely recognizing 
the inestimable good that the work of the Commission has done, can 
it be ignored that its drastic and minute supervision of these rail- 
roads has injured their credit, imposed heavy burdens of expense 
upon the carriers and thus contributed somewhat to the deplorable 


conditions in which the railroads and their investing owners now 
find themselves? 


~.. > law is now to be broadened and the Commission is to be 
Semmes © bower, acting simultaneously as prosecutor, judge and 
of its a to control the question of railroad ownership irrespective 
because ellects upon the freedom of interstate commerce and only 
of pee lid its discretion it interferes with its preparation of a plan 
of — dation, then the states have lost control over corporations 
“by and Own creation and individuals can only own railroad stocks 
v With the advice and consent of the Commission.” 

the une ee the Commission would, in all probability, exercise 
race to b conservatively, but it is the spirit of the English-speaking 
the tng as much concerned with the possible abuse of power as 
Cmelenieg net: In any event, if Congress shall now vest in the 
own or wa a power to determine under what conditions men may 
they mas ° stock in more than one railroad, however non-competitive 
the railroads’ then the next logical step is government ownership of 
the committ, = the chief proponent of this law, who appeared before 
ing fact { the n its behalf, apparently has this in mind. The amaz- 

S that none of its proponents has been able to suggest any 
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tangible facts that would show that these holding companies have 
been prejudicial to any legitimate railroad interests. 

We are indisposed to grant further powers to this greatest of all 
governmental bureaus unless the advantage to the public is reason- 
ably clear. Far from that being the case in respect to the present 
law, it seems to us a fact that to pass this law at this time, when 
many of the railroads are in a moribund condition, is to increase the 
investor’s present lack of confidence, and possibly lead to a grave 
financial crisis. By common sonsent, the railroad companies are today 
in a very serious condition, and it is, therefore, no time to subject 
them to a major surgical operation. 


Majority Report 
The majority report said that the bill had the approval of 
the Commission. The significant parts of the report (No. 1238) 


follow: 
Section 5 of the Interstate Commerce Act 


Explanation of Present Provisions 


Paragraphs (2) to (8), inclusive, of section 5 of the interstate com- 
merce act relate to the subject of railroad consolidations. These 
provisions direct the Interstate Commerce Commission to prepare 
and adopt a plan for the consolidation of the railway properties of 
the continental United States. Conditions are specified, in paragraph 
(6), under which carriers by railroad may consolidate. One of the 
requirements is that any consolidation must be found by the Inter- 
state Commerce Commission to be in harmony with and in further- 
ance of the consolidation plan. Authority is also given, in paragraph 
(2), for one carrier to acquire control (in any manner not involving 
consolidation) of another carrier or carriers, with the approval of the 
Commission. This latter provision does not require, as a condition 
of approval, that the acquisition shall be in harmony with the con- 
solidation plan, but provides for approval if the proposal will be in 
the public interest. It is further provided, in paragraph (8), that a 
carrier which is a party to an authorized acquisition of control, and 
any corporation organized to effect an authorized consolidation, is to 
be relieved from the operation of antitrust laws and other laws, 
Federal or State, so far as necessary to effectuate the acquisition of 
control or consolidation. 


Proposed Changes in Section 5, and Reasons Therefor 


The bill (secs. 1 and 2) proposes a substitute for the paragraphs 
(2) to (8) of section 5, above referred to. 

Since a plan for the consolidation of railway properties has now 
been adopted by the Interstate Commerce Commission, as directed 
by law, no reason is apparent for hereafter permitting the acquisition 
by one carrier of control of another carrier or carriers without regard 
to such plan, as is the case under the present paragraph (2), and 
therefore it is proposed to combine such paragraph (2) with the pres- 
ent paragraph (6), which relates to consolidations and requires con- 
formity with the consolidation plan... 


Paragraph (4): This paragraph, while it concludes substantially 
the provisions of the present paragraphs (2) and (6), is more com- 
prehensive in its scope and authorizes consolidations, mergers, pur- 
chases, leases, operating contracts, and acquisitions of control, if 
approved by the Commission as being in harmony with the consolida- 
tion plan and as promoting the public interest. It will be noted that it 
goes beyond the present law in that it specifically authorizes a cor- 
poration which is not a carrier to acquire control of two or more 
carriers, and a corporation which is not a carrier and which has con- 
trol of one or more carriers to acquire control of another carrier, the 
control in both cases to be effectuated by ownership of stock. 

Paragraph (5): This paragraph supplements paragraph (4) by 
providing that whenever a corporation which is not a carrier acquires 
control of any carrier or of two or more carriers as provided in para- 
graph (4), such corporation shall be subject, to such extent as may 
be provided by the Commission, to the provisions of the interstate 
commerce act relating to reports and accounts and the issuance of 
securities. 

Paragraph (6): A means having been furnished under paragraph 
(4) by which consolidations, mergers, purchases, leases, operating con- 
tracts, and acquisitions of control may be effected, it is intended by 
this paragraph to prevent consolidations, unifications, common con- 
trols, and common managements being effected, in the future, other- 
wise than as authorized in such paragraph (4), it being the intention 
that the Interstate Commerce Commission shall have an opportunity 
to pass upon such matters in order that transactions resulting in com- 
binations and controls of carriers may be accomplished in an orderly 
manner, with due regard to the consolidation plan and the public 
interest. It is clear from past experience in the administration of the 
present provisions of section 5 of the interstate commerce act that 
through the use of ingenious legal devices and combinations of inter- 
ests it is possible to effectuate controls and virtual unifications of car- 
riers the existence of which it is difficult, if not impossible, to prove as 
a matter of law. It is, therefore, very difficult to write a provision 
which will be effective in bringing such activities under public control. 
This paragraph, together with the proposed paragraphs (4), (7), (8), 
and (9), attempts to accomplish this result, and this to some extent 
accounts for the fact that these provisions are somewhat involved. 
It will be noted that paragraph (6) contains a provision that it shall 
be unlawful to maintain control or management accomplished or 
effectuated in violation of its provisions. Since the bill does not 
provide for a criminal penalty for violations of paragraph (6), but 
merely provides for the Commission securing equitable relief to compel 
obedience to the provisions of paragraph (6) and of orders of the 
Commission enforcing such paragraph, it was deemed necessary to 
include this provision in order that an equity court would have a 
subject with respect to which it could act. This particular provision, 
as well as the whole paragraph (6) only operates as to the future. 

Paragraphs (7), (8), and (9): As stated above, these paragraphs 
supplement paragraph (6), and are necessary because of the difficulty 
in establishing as a matter of law, in many cases where as a matter 
of fact it is known, that control or management in a common interest 
of two or more carriers is effectuated or actually exists. The pro- 
visions of paragraph (6) would be of little effect unless the language 
contained therein were construed to include control or management 
effectuated or exercised indirectly through the use of legal devises 
such as holding companies, voting trusts, and combinations of affili- 
ated interests. It is, therefore, intended by the provisions of para- 
graphs (7), (8), and (9) to make sure that paragraph (6) covers such 
types of control and management. . . In order to indicate the purposes 
of paragraphs (7), (8), and (9), in their relation to paragraph (6), it 
may be well to give here a typical illustration. If holding company 
X (being affiliated, within the meaning of paragraph (8), with rail- 
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road A) holds part of the stock of railroad B and railroad A pur- 
chases enough of the stock of railroad B so that the holdings of 
X and A, when added together, give working control of railroad B, 
then the purchase by railroad A would by virtue of the provisions 
of subparagraph (a) of the proposed paragraph (7), be a transaction 
deemed to accomplish or effectuate control) or management in a 
common interest of two carriers, for the purposes of paragraph (6), 
even though the amount of stock purchased by railroad A may have 
been small. The effect would be the same in a case in which, instead 
of only A and X being involved, stock also were held by other persons 
affiliated with A. The determining factor is whether, after A’s 
transaction, the interests of A and all persons affiliated with A, when 
added together, give control of railroad B. If such is the case and 
railroad A did not get the approval of the Commission, paragraph (6) 
will have been violated. Many more illustrations could be given... 

Paragraph (10): By this paragraph the Commission is authorized 
to investigate and determine whether any person is violating the 
provisions of paragraph (6), or, in other words, whether any person is 
maintaining control or management accomplished or effectuated in 
violation of such paragraph. If the Commission finds such violation, 
it is authorized by order to require the violator to take such action as 
may be necessary to prevent continuance of such_violation. 

Paragraph (11): By this paragraph it is intended to prevent the 
holding of stock of railroads under certain circumstances calculated 
to prevent the furtherance of the plan for the consolidation of rail- 
roads. This provision has been referred to as being retroactive 
because it is possible that it may apply to stock which has been ac- 
quired before the enactment of the bill; but this is inaccurate. The 
provision is entirely prospective in its application. It authorizes the 
Commission to determine whether the holding by any person of stock 
or other share capital of any carrier (unless acquired with the approval 
of the Commission) has the effect of subjecting the carrier to the 
control of another carrier or to common control with another carrier, 
and also has the effect of preventing or hindering the carrying out of 
any part of the consolidation plan or of impairing the independence 
of the systems provided for in such plan. If the Commission finds that 
the holding (and this, of course, includes the manner in which the 
voting power is being exercised) has these effects, it is to provide by 
order for restricting the exercise of voting power with respect to such 
stock of other share capital to the extent necessary to prevent such 
holding from continuing to have such effects. 

Paragraph (12): This paragraph is included to make sure that 
authority may be had for suspending any proceeding the decision in 
which is dependent upon the then existing consolidation plan, if the 
plan has been reopened in some respect which may affect the decision 
under the proceeding in question. 

Paragraph (13): Since the bill makes no provision for criminal 
penalties in case of violation of the before-mentioned provisions, this 
paragraph furnishes a means for the enforcement of such provisions 
and of orders of the Commission in cases where the Commission finds 
that the provisions are being violated or that its orders are being 
disobeyed. It authorizes the district courts of the United States to 
issue such writs of injunction or other proper process, mandatory or 
otherwise, as may be necessary to restrain violations or to compel 
obedience to orders. . . 

Paragraph (15): This paragraph corresponds to the present para- 
graph (8) and provides for relief from the antitrust laws and other 
Federal and State laws in so far as necessary to permit carriers and 
corporations to do anything authorized or required by orders issued 
under the preceding paragraphs... 

Section 4 is intended to preserve the existing provisions of the 
interstate commerce act with respect to the acquisition by any 
carrier, prior to the enactment of the proposed legislation, of the 
control of any other carrier or carriers. This is deemed desirable in 
order that any penalties applicable to past acquisitions may still be 
enforced, and in order to save, to carriers which have acquired con- 
trols under the present paragraph (2) the benefits of the exemption 
in paragraph (8) from antitrust and other laws. . 


The investigation under House Resolution 114 (H. Rept. No. 2789, 
7ist Cong., 3d sess.) disclosed that an important weakness of sec- 
tion 5, as it now stands, is that it places no control upon the activi- 
ties of so-called holding companies in effecting unification of railway 
properties into systems... The investigation into the holding com- 
panies conducted by the Committee on Interstate and Foreign Com- 
merce disclosed that acquisitions which had been disapproved after 
formal hearings by the Interstate Commerce Commission had after- 
wards been accomplished through the use of holding companies, It 
further revealed that systems which had been approved by the Com- 
mission, as in the public interest, and which in harmony with the 
Commission’s completed plan would be independent of one another, 
had been brought under the control of a single holding company. 
This investigation made clear that the independence, one of another 
of the railroad systems resulting from the congressional plan included 
in section 5 of the act to regulate commerce, was in some instances 
being destroyed, and in others, seriously threatened. 

Apart from section 5 of the interstate commerce act, the Commission 
has certain jurisdiction under the Clayton Act over acquisitions of 
eontrol, direct or indirect, of one railroad by another, or acquisitions 
of common control of two or more railroads, where it can be established 
that the effect of such acquisitions may be to substantially lessen 
competition between the corporations involved, or to restrain the 
commerce in which they are engaged, or to tend to create a monopoly, 
of any line of commerce. But the enforcement of the Commission’s 
authority to break up such combinations after they have been put to- 
gether is hedged about by many difficulties, and probably no such 
authority exists under the Clayton act in the case of certian of the 
unifications which have been accomplished through the use of holding 
companies and which are described in House Report No. 2789. 

Whether or not all or any of these unifications are consistent with 
the public interest does not have to be determined, in order to reveal 
the necessity of further legislation. The important point is that 
unifications and groupings of railroads have been accomplished en- 
tirely without supervision by the Commission and without any oppor- 
tunity to consider the question of public interest. Under section 5 
of the act to regulate commerce it was the purpose of Congress to 
place the unification of the railway properties of the United States 
entirely within the control of the Commission. The investigation 
conducted by the house committee on interstate and foreign com- 
merce, under H. Res. 114, reveals that wide opportunities exist for 
accomplishing such unification without any such control and in 
complete defeat of the intent of the Congress. Moreover, these 
opportunities to circumvent the will of Congress, as expressed in 
section 5, exist irrespective of what the public interest may be. It 
is to correct this condition and to prevent through the use of holding 
companies and other devices, the defeat of the congressional will that 
this bill has been drawn. 
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This bill specifically treats a holding company which has been 
thorized to acquire a railroad as though it were a common carrier” 
that, first, it must obtain approval of the Commission to ac T 
control of two or more railroads; second, after obtaining such appromt 
it must then, like the railroads, be subject to paragraphs (1) to (10) val 
clusive of section 20 of the act (relating to reports, accounts, ete r 
carriers), and to paragraphs (2) to (11), inclusive, of section "ay. 
(relating to issues of securities and assumption of liabilities of ca 
riers). If the Commission finds after an investigation that a person oe 
in defiance of the congressional will, as expressed in section 5, brough 
about a combination of railroads, the Commission shall by order = 
vide for restricting the exercise of the voting power of such perso, 
with respect to the stock or other share capital, used in an effor 
to effect the unlawful combination. mt 


Section 15a of the Interstate Commerce Act—Explanation of Present 
Provisions 


Section 15a of the interstate commerce act contains the so-callg 
“recapture” provisions of such act, and rule of rate making. This 
section, in paragraph (2), modifies the fundamental rule which respect 
to rate making contained in paragraph (5) of section 1 of the act 
by providing that “in the exercise o fits power to prescribe just anj 
reasonable rates” the Commission shall so adjust rates that “‘the car. 
riers as a whole (or as a whole in each of such rate groups or tery. 
tories as the Commission may from time to time designate) will, under 
honest, efficient, and economical management * * * earn an ap. 
gregate annual net railway operating income equal, as nearly as 
may be, to a fair return upon the aggregate value of the railway 
property of such carriers held for and used in the service of trans. 
portation.” Provision is made for determining such value, and for 
determining what percentage of the value will constitute a fair 
return. It is declared that it is impossible to establish uniform rates 
which will adequately sustain all carriers without enabling some to 
receive an income in excess of a fair return upon the value of their 
railway property, and it is, therefore, provided that so much of the 
income of any carrier which is, in any year, in excess of 6 per cent 
of the value of its railway property shall be held in trust, one-half 
of such excess to be placed by the carrier in a reserve fund and the 
other half to be payable to the Interstate Commerce Commission 
for deposit in a revolving fund, designated as the general railroad 
contingent fund. It is provided that the general railroad contingent 
fund shall be used for making loans to carriers and for buying facili. 
ties and equipment and leasing the same to carriers. Detailed pro- 
visions are made as to the conditions under which such loans and 
leases may be made. 


Proposed Changes in Section 15a, and Reasons Therefor 


By this bill (sec. 5) it is proposed to strike out the whole of 
section 15a and substitute therefor what may be termed a rule of rate 
making, indicating certain factors which, among others, the Commis- 
sion, in the exercise of its power to prescribe just and reasonable rates 
must take into consideration. 

The bill provides (sec. 6) for the return to carriers of amounts 
which they have heretofore paid to the Commission under the pro- 
visions of section 15a. Such amounts, placed in the railroad contin- 
gent fund, have been invested in obligations of the United States, in 
accordance with the provisions of section 15a. It is expected that, 
upon liquidation of the fund, amounts earned will bring the fund up 
to a point where it is in excess of the total amounts paid in by carriers, 
and the provisions of section 6 of the bill are so written as to provide 
for distribution among the carriers of the earnings of the fund, making 
allowance for the differences in periods of time that payments of differ- 
ent carriers have been in the fund. On account of the original pur- 
poses of the fund, no separate account has been kept of the moneys 
paid in by the different carriers, and the money in the fund has been 
invested at varying rates of interest. It is therefore, impossible to 
say what the earnings of each carrier would have been if the money 
it paid in had been kept separate from the rest of the money in the 
fund. Under these circumstances, it is believed that the provisions 
of section 6 of the bill provide for a method of distribution which is 
fair and equitable. 

Under the provisions of section 15a, as proposed to be changed, it 
will, of course, no longer be the duty of carriers to maintain the reserve 
funds which such section provides for. 

Paragraph (2) of the present section 15a contains a proviso to the 
effect that the Commission shall have reasonable latitude to modify 
or adjust any particular rate which it may find to be unjust or un- 
reasonable and to prescribe different rates for different sections of the 
country. This was a saving provision and, in view of the proposed 
changes, is no longer necessary. 

Section 15a also contains in paragraph (17) a provision saving 
certain rights of shippers to reparation, and this is also omitted as 
a no longer necessary. 

uring the two years beginning March 1, 1920, the Commission was 
required to take 5% per cent as the fair return, but given discretion 
to add an extra one-half of 1 per cent ‘to make provision in whole or 
in part for improvements, betterments, or equipment.’’ At the end of 
the specified two years the Commission was empowered to determine 
from time to time what per cent would constitute a fair return, giving 
“due consideration, among other things, to the transportation needs 
of the country and the necessity under honest, efficient, and econom- 
ical management of existing transportation facilities, of enlarging 
such facilities in order to provide the people of the United States 
with adequate transportation.” All taxes, including the Federal 
income tax, are deducted by the Commission before arriving at this 
fair return, The Commission observed that the fair return ‘would 
be approximately the equivalent of a fair return of 6 per cent out of 
which the Federal income tax was payable.” 

This fair return set up in section 15a of the present law is quite 
a different thing from the fair return on which the Supreme Court 
has held that a public service company cannot under the constitu- 
tion lawfully be deprived. The latter applies to individual com- 
panies. The fair return provided for in section 15A is an average 
for all the railroads in the country or in any designated rate group. 

This section 15A is a unique provision in the public regulation of 
railroads and utilities in this country. When the transportation act 
was drawn in 1920 this proposal did not come from the Interstate 
Commerce Commission, nor from the railroads, nor from the ship- 
pers, but appears to have originated with some group which was 

apparently dominated by a single individual who was interested in 
trying to stabilize the price for railroad securities. The Committee 
on Interstate and Foreign Commerce in 1919 condemned such 4 
provision as 15A. In a conference the House receded from its posi- 
tion and agreed to the present section 15A. In its original report 
of November 10, 1919 (Rept. No. 456, 66th Cong., 1st sess.), the 
Committee on Interstate and Foreign Commerce stated: 

This form of guaranty is based upon the ability of the Commission 
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o fix the level of rates within each group system, or region, as 
pay roduce the percentage on property investment account, or on 
en bn as fixed by Congress. We question the ability of the 
valu ‘ or any regulatory body, to accomplish this result. It is 
‘ell known that freight and passenger revenues fluctuate from year 
we rear, and even during a single year. These fluctuations may be 
pie to drought—affecting crops throughout great areas—or may be 
_ to crop failures due to pests, or may be due to floods destroying 
sonaits and bridges and delaying traffic, or may be due to economic 

uses, national or international in scope. The difficulty, and in fact 
h ‘impossibility of maintaining the level of rates required to produce 
the percentage rate fixed by the statute, should make us hesitate 
to adopt any such plan. If the rate level must be changed to meet 
such fluctuations there can be no stability as in the amount of the 
rate business would inevitably suffer as the result of any such plan. 
~The experience of the past 12 years bears out the correctness of 
the position taken by the committee in 1919. The rule has been dis- 
appointing to the security owners who thought they would profit from 
it. The shippers have never favored it, and the Interstate Commerce 
Commission has consistently and earnestly recommended its repeal. . . 

The rule of rate making as rewritten contained in subparagraph (2) 
of section 5 of the bill directs the Commission to give due consideration 
among other factors to the effect of rates on the movement of traffic; 
to the need, in the public interest of adequate and efficient railway 
transportation service at the lowest cost consistent with the furnishing 
of such service; and to the need of revenues sufficient to enable the 
carriers, under honest, economical, and efficient management, to 
provide such service. It is difficult to conceive of a reasonable rate 
which would ignore any one of these considerations. The Commission 
as a fair and impartial body acting for the Congress will continue to 
give consideration to these factors. In the case of the power given to 
the Commission to prescribe just and reasonable rates the committee 
does not believe that it is necessary to encumber the statutes with 
further language which might be mandatory in terms but which 
could add nothing further to the plain duty of the Commission under 
the law, and which might be interpreted to imply a distrust of the 
Commission in prescribing just and reasonable rates. The Commission 
will, and must, give consideration to all facts developed on the record 
and see to it that the record is enlightening as to such factors as are 
mentioned in subparagraph (2) of section 5 of this bill. 


Section 19A of the Interstate Commerce Act 


Section 7 of the bill relieves the Commission of the duty (which it 
now has under section 19A of the interstate commerce act) of making 
valuations of street, suburban, or interurban electric railways when 
they are not a part of a general steam railroad system of transporta- 
tion, but gives the Commission authority to make such valuations 
when, in its judgment, such action is desirable in the public interest. 

Section 8 of the bill amends paragraphs (f) and (g) of section 19A 
of the interstate commerce act under which the Commission, after 
the completion of the original valuation of railway properties, is 
under the duty of revising and correcting its valuations, and of 
making a report to Congress at each regular session of such corrected 


valuations. As proposed to be amended by the bill, these provisions 
will no longer require the Commission to revise and correct its valua- 
tions and to report them to Congress, but will make it the duty of 
the Commission to keep itself informed as to new construction, ex- 
tensions, improvements, retirements, and other changes, will authorize 
the Commission to keep itself informed of current changes in costs 


and values of railroad properties, and will further give the Commission 
authority whenever it deems necessary, to revise, correct and supple- 


ment any of its inventories and valuations. 

_ Paragraph (f) of section 19a directs the Interstate Commerce Com- 
mission upon the completion of the basic or primary valuations pro- 
vided for in the preceding paragraphs of this section to revise and 
correct such valuations from time to time in the same costly manner 


as was required in the determination of the basic valuations. The 
provision for revision was necessary because it was realized that, with 
the great changes continuously occurring in the physical property 
of the carriers, new capital flowing in at the rate of one-quarter to 
more than a billion dollars annually and the retirement of many 
million dollars of property. together with fluctnations in railroad 
construction costs and equipment price levels, the original inventories 
and valuations would quickly become obsolete. No one, at the time 
of the passage of the original valuation act, had an adequate concept 
of the extent of the undertaking to inventory and value all the rail- 
roads and their equipment and of the amount of money, time, and 
labor necessary to be expended in complying with the detailed require- 
ments of the law. The basic work now completed at great cost, 
should not be permitted to become useless by reason of obsolescence 
just when it is becoming what it is designed to be, a “‘practical work- 
Ing tool and guide’ for the Commission in its many regulatory duties, 
or to Congress itself when the railroad situation is becoming acute. 

Valuations, to be of practical use, must be current. It is the 
thought of your committee and the recommendation of the Com- 
mission that the full benefits contemplated under the present law 
can he better realized by simplification of the law, resulting also in 
less expenditure of time, labor, and money, just as soon as all the rec- 
ords are brought to currency. To that end, section 8 of H. R. 11677 
amends paragraph (f) of section 19a by relieving the Commission 
from proceeding to bring the original or primary valuations down 
to date ‘‘in like manner” or in the great detail and under the same 
procedure as was required for the original valuations. 

The Commission will continue to collect all data necessary to a 
proper determination of value and to keep itself informed of all addi- 
tions, betterments, retirements, and extensions of property of all com- 
mon carriers, Under certain orders issued by the Commission, all 


steam carriers, since the date of their primary valuations, are required 
to report and file with the Commission the data necessary for the 
revision and correction of their basic inventories. These data are 


checked and policed by the Commission with a force insignificant as 
compared with that required in the initial physical inventories. Under 
the proposed amendment, the Commission will not be required to re- 
inventory the properties in the field and prepare and issue tentative 
valuation reports from time to time as required in the original or pri- 
remie valuations, It_can, as its needs require, produce final valuations 
eon time to time. With the revision here offered by your committee, 
a Commission will be enabled at all times to obtain records of 
boi in the property and correct its inventories. The Commisison 
: _ thus at all times have inventories and available data and 
so Any for valuations and that intimate knowledge of the property, 
ree and liabilities of the carriers which is essential in the regula- 
dation rates, segregation of carrier from non-carrier property, consoli- 
pment of carriers, issuance of securities, divisions between carriers, 
in al depreciation rates, and in the discharge of new duties in deal- 

& With the railroads as Congress may assume itself or lay on the 
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Commission, such as involved in. passing on loans under the Recon- 
struction Finance Corporation act passed during the present session. 
In the administration of this act it is bias | necessary to have current 
appraiems of assets to reveal the unencumbered equities of applicants 
or loans. 


Representative McMillan, of South Carolina, in remarks in 
the House on that part of H. R. 11677 providing for amendment 
of section 15a, said it was well, perhaps, to abolish “many use- 
less regulations that have been prescribed by authority of Con- 
gress and the Interstate Commerce Commission.” He attributed 
much of the decline in railroad stocks to “superregulation.” In 
conclusion he said: 


In summing up my remarks, here are my concrete conclusions 
on legislation affecting the transportation lines of the country: If 
the railroads now have to meet competition of a very intense nature 
and they do, we must return to the sound principles of competition 
in business and remove some of the restrictions, laws, and regulations 
that empower the Interstate Commerce Commission to fix and de- 
termine rates and return to policies which prevailed in former years, 
retaining for the Interstate Commerce Commission, however, suffi- 
cient veto power to correct any discrimination and rates which may 
appear excessive and unfair. Under such a policy we would allow 
the railroads in certain fields at least to meet competition without 
regulation or restriction. With a hope of eliminating some of the 
cost of government we now hear so much about, and to offer again 
an opportunity within reasonable limitations to business initiative 
and ingenuity in the railroad industry, are the reasons which has 
prompted me to make these observations on this vital subject. 

I, therefore, express the hope that Congress may soon have an 
opportunity of considering and passing H. R. 11677, and other legisla- 
tion to rehabilitate and to bring about greater confidence and stability 
to America’s greatest and most indispensable industry—the railroads 
of the country. 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has introduced House resolution 217, pro- 
viding for consideration in the House of H. R. 11677 under a 
special rule limiting general debate and debates on amend- 
ments to five minutes. 

Chairman Rayburn and Representative Parker, former 
chairman of the House committee on interstate and foreign 
commerce, have urged the House rules committee to act favor- 
ably on the request for a special rule under which H. R. 11677 
could be brought up in the House in the near future. The 
chairman based his appeal for action on the ground that enact- 
ment of the bill, providing as it did for retroactive repeal of 
recapture of excess earnings, would aid the railroads and 
through the railroads other business. 


FINANCE APPLICATIONS 


Finance No. 9385. W. H. Bremner, receiver of the Minneapolis 
& St. Louis Railroad Co., asks authority to issue $565,000 of re- 
ceiver’s certificates in renewal of an obligation for a like amount now 
outstanding. 

Finance No. 9386. Denver & Rio Grande Western Railroad Co. 
asks authority to abandon its branch line of narrow gauge railroad 
from Lake Junction to Lake City, Colo., 35.81 miles. 

Finance No. 5109, in the matter of application of Arizona East- 
ern Railroad Co. to issue mortgage bonds. Supplemental application 
by Southern Pacific Co. for authority to pledge and repledge $12,793,- 
000 of Arizona Eastern bonds as collateral for short term notes. 

Finance No. 9391. Chicago, Indianapolis & Louisville Railway 
Co. asks authority to borrow $602,275 from the Railroad Credit Cor- 
—- and to issue its promissory notes in a like amount to evidence 
the loan. 

Finance No. 9374, sub numbers 4 and 5. Applications of Louis- 
ville & Nashville Railroad Co. and of Chesapeake & Ohio Railway 
Co. for authority to guarantee issue of $12,000,000 of first mortgage 
5 per cent gold bonds, series C, of the Cincinnati Union Terminal Co. 

Finance No. 9380. Louisville & Nashville Railroad Co. asks author- 
ity to abandon its line from Iron City to Pinkney, in Lawrence 
county, Tenn., 11.66 miles. 

Finance No. 9381. Litchfield & Madison Railway Co. asks authority 
to construct and operate in interstate commerce an extension from 
Williamson to Livingston, IIll., 1.86 miles, to provide through service 
from eastern points to industries on applicant’s railroad. 

Finance No. 9383. Chicago & North Western Railway Co. asks 
authority to acquire further and complete control of the Sioux City 
(Ia.) Bridge Co. by purchase of 50 per cent of the outstanding capital 
stock now held by the Chicago, St. Paul, Minneapolis & Omaha il- 
way Co., one of applicant’s subsidiary companies. Applicant now 
owns 50 per cent of the stock. Consideration for 4,729 shares stated 
to be $663,467.96. 

Finance No. 9397. Charleston & Western Carolina Railway Co. 
asks authority to issue $373,085.30 of 5 per cent mortgage bonds to 
be held in company’s treasury. 

Finance No. 9398. Houston & Texas Central Railroad Co. and 
Texas & New Orleans Railroad Co. ask authority to abandon branch 
line between Nelleva Junction and Mexia Junction, Tex., 94 miles 
account of lack of business, present or prospective. Passenger and 
freight traffic that road might transport moving on parallel highway. 


PETITIONS FOR REHEARING, ETC. 


No. 21772 (and related cases), Interstate rates between points 
in Missouri. The Missouri Pacific asks for modification of report and 
order dated January 5, by eliminating therefrom portions of its 
branch lines south of Eldon and Cole Camp, Mo. 

No. 13535 et al., consolidated southwestern cases. Agent Leland, 
on behalf of southwestern carriers, asks for modification of the Com- 
mission’s order in connection with rates on flooring cement or com- 
pounds with shipment of flooring blocks or squares. 

7304, International Oil Company et al. vs. Abilene & Southern 
et al. Complainants ask for rehearing and reconsideration. 

No. 21772 (and consolidated cases), interstate rates between points 
in Missouri. Defendant carriers ask for further extension of the 
effective date of the Commission’s order until July 17, 1932. 
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No. 24727, Dewey Portland Cement Co. vs. C. R. I. & P. Ry. Com- 
plainant asks for reconsideration bythe entire Commission upon the 
record as made. 

No. 17000, part 9, rate structure investigation—live stock. Agent 
Leland, on behalf of southwestern carriers, asks for modification of 
the Commission’s order in this proceeding to permit granting of trans- 
portation’ to caretaker with one carload of live stock to destination 
and return, similar to the modification which was secured by the 
Western Trunk lines. 

No. 21218 (and consolidated cases), Leonard, Crossett & Riley, 
Inc., et al. vs. A. C. & Y. et al. The railroads operating in Southern 
territory have filed their second petition requesting the Commission 
to reopen, hear evidence and to establish higher rates than will be 
afforded by the 27% per cent of first class basis prescribed. 

No. 22709, Board of R. R. Commissioners of Montana on behalf of 
E. B. Andrus Grocery Co. et al. vs. Bay Transport Co. et al. De- 


fendants ask for reargument and reconsideration before entire Com- | 


mission. 

No. 23218, Wm. E. Asplin Basket Co. vs. Penna. et al. Complainant 
asks reargument. 

No. 23928, Columbia Clay Co. et al. vs. Santa Fe et al. Defendants 
ask reconsideration or rehearing. 

No. 24398, Rudy-Patrick Seed Co. vs. Santa Fe et al. Complain- 
ant asks further hearing before final submission to the Commission. 

No. 24420, Purington Paving Brick Co. vs. Santa Fe et al. Com- 
plainant asks reopening, reconsideration and reversal of the Com- 
mission’s order of March 19. 

No. 14760, Parkersburg Rig & Reel Co. vs. C. R. I. & P. et al. 
Complainant asks for modification of the findings with respect to 
federal control shipments moving via circuitous routes. 

No. 23004, American Fruit Growers, Inc., of Illinois, et al. vs. A. 
G. S. et al. Complainant asks for reopening for further considera- 
tion and for modification of the Commission’s report and order. 

No. 13535 et al., consolidated southwestern cases. The St. Louis- 
Southwestern Railway asks for authority to depart from the findings 
5 and 27 of the Commission’s report and order in this proceeding to 
permit the establishment of a rate of 8 cents per hundred pounds on 
sulphuric acid, C. L., from Shreveport, La., to Texarkana, Ark.-Tex., 

intermediate points. 

No. 21718, Hill Motor Co. vs. Michigan Central et al. The Balti- 
more & Carolina Steamship Co. asks for reopening and argument 
before the entire Commission. 


RAILROADS OPPOSE COAL BILL 


The Trafic World Washington Bureau 


Reasons why the railroads oppose enactment of S. 2935, a 
bill to create a bituminous coal commission, were outlined May 
9 before the Senate subcommittee on mines and mining by Dr. 
C. S. Duncan, on behalf of the Association of Railway Execu- 
tives. The railroad opposition was summarized as follows: 


The rail carriers are opposed to the provisions of S. 2935, an 
act to create a bituminous coal commission, because they believe 
that if enacted into law it— 

1. Will seriously handicap the carriers in their efforts to carry 
out the requirements for efficient management and economical op- 
eration under the interstate commerce act; 

2. Will, by impairing the high standards of transportation serv- 
ice of the carriers, adversely affect the public interest; 

3. Will also (a) disarrange the entire coal markets of the coun- 
try; (b) destroy effectiveness of present coal rate structure as de- 
veloped under Interstate Commerce Commission; and (c) unjustly 
deprive the railroads of traffic and of their rights and property with 
respect to railroad owned mines; and 

4. Will deal unjustly and unfairly with the railroads, particu- 
larly in section 8 which gives to the proposed bituminous coal com- 
mission the right to control railroad sidings and switches, in that, 
while leaving uncontrolled their competitors on the highways, on 
the waterways, as well as substitutes for coal by pipe and electric 
power lines, they have imposed upon them these additional limitations. 





Dr. Duncan discussed the following specific objections of 
the railroads to the bill: The proposed legislation would permit 
and obviously would actually bring about interference with the 
economic selection of the appropriate fuel supply of the rail- 
roads; it would increase railroad operating costs; it would give 
to the bituminous coal commission authority to exercise arbi- 
trary power over the development or non-development of traffic 
on any and every coal originating railroad in America; it would 
increase the opportunity for coal substitutes to develop, thus 
depriving the rail carriers of much needed traffic and revenue; 
it would deprive the rail carriers of important property rights 
with respect to railroad-owned and operated mines to supply in 
part their own needs; it would unduly favor coal mines that 
are developed or may be developed for purely intrastate busi- 
ness; it would mean further interference of government in 
business, with an increased multiplicity of commissions and 
bureaus, to the detriment of normal and legitimate progress; 
counsel advise that the provisions of the bill constitute an in- 
valid invasion of the carriers’ freedom of contract generally and 
their property rights with respect to railroad owned coal mines. 





LAKE-RAIL CLASS RATES 


The Commission refused to suspend the revision of the rail- 
lake and rail-lake-rail joint class rates proposed by the rail- 
roads and they became effective May 12. (See Traffic World, 
May 7, p. 991.) The Trunk Line Association, which assumed 
the burden of defending the revision in the proceedings result- 
ing from requests for suspension, contended that the revision 
represented an adjustment in consonance with the Commission’s 
revision of the all-rail eastern class rates, which became effec- 
tive December 3, 1931. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter Systen, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Illinois.) Commerce commission’s deniy 
of reparation to cream shipper for allegedly excessive seconi. 
class express rates applied to express shipments over certaiy 
line, according to contract between defendant express company 
and railroad, although much lower “mileage rate” was chargej 
on cream shipments over other lines, upon ground that cop. 
mission could not impair contractual rights of express cop. 
pany and railroad, held proper (Smith-Hurd Rev. St. 1931, ¢ 
111-2/3, secs. 32, 38). (Pioneer Creamery Co. vs. American Ry, 
Express Co., 180 N. E. Rep. 406.) 

In reviewing commerce commission’s order, Supreme Cour 
is limited to determination of whether commission acted withip 
scope of its authority, whether order has substantial foundation 
in evidence, and whether any substantial right has been ip. 
fringed thereby.—Ibid. 

Supreme Court is not authorized to substitute its judgment 
for that of commerce commission and try anew issues pre 
sented.—Ibid. 





(Supreme Court of New Mexico.) Intrastate freight rates 
specified in regularly filed and published tariff schedule, if 
below legislative maximum, are Legislature made, or commis. 
sion made, and therefore insufficient, as basis for shipper’s ac. 
tion to recover alleged overcharges (Comp. St. 1929, secs. 116 
202, par. 11, 134-1101 et seq.; Const. art. 11). (Kemp Lumber 
Co. vs. Atchson, T. & S. F. Ry. Co., 9 Pac. Rep. (2d) 387). 

Statute fixing maximum rates constitutes declaration that 
rates below maximum are reasonable (Comp. St. 1929, secs, 116- 
202, par. 11, 134-1101 et seq.; Const. art. 11).—Ibid. 

Carrier, to be entitled to recover alleged overcharges, must 
establish that rate charged exceeds schedule of rates duly filed 
and published (Comp. St. 1929, secs. 116-202, par. 11, 134-1101 et 
seq.; Const. art. 11).—Ibid. 


CHICAGO SWITCHING RATES 


Hearing at Chicago before Examiners Faul and Wilbur in 
docket 24950, Acme Steel Company and others against the 
Santa Fe and others, in which rates prescribed by the Commis- 
sion for interstate application within the Chicago switching 
district are attacked, and in the reopened case, docket 19610, 
the Commission’s general investigation of switching rates in 
the district (see Traffic World, May 7, p. 989) was concluded 
May 11. At the conclusion of the hearing it was announced by 
the examiners that proposed reports would be made in both 
cases, and that briefs were due July 8. Each case is to be 
a independently, though the records overlap, it was 
stated. 

Only approximately a day and a half were required for 
presentation of the testimony in the formal complaint case, 
which was heard following conclusion of testimony in the 
thirteenth section case. No evidence was presented by the 
carriers in the second case, it being explained by carrier counsel 
that the decision of the Commission as to the interstate rates 
was of so recent a date it was felt the testimony introduced 
in the earlier investigation was adequate. 

Shipper representatives testifying in the formal complaint 
case suggested that a reasonable basis of rates would be 2% 
cents, 3, and 3% cents, for one, two, and three or more line 
hauls, respectively, as against the existing interstate rates of 
3, 34%, and 4 cents, and the intrastate rates of 21%4, 21%, and 3 
cents, respectively. The complaint on which the hearing was 
held attacked the minimum of 60,000 pounds applied in connec: 
tion with the uniform rates, but no evidence on that point was 
introduced. 

All the shipper witnesses expressed the view that both 
state and interstate rates should be on the same level within the 
district. 

Two witnesses who appeared for crushed stone interests 
requested that rates applicable to that commodity be made 02 
a car basis, rates of $15, $20 and $25, for one, two, and three 
or more line hauls, being suggested. Such traffic at present 
is excepted from the so-called Lowrey basis, under which 4 
uniform basis on all commodities, with a few exceptions, has 
long been maintained throughout the district. The present 
stone rates are made in cents a hundred pounds. 
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Another Successful Campaign Against Claims 


Cooperative Effort of Shipper and Railroad Saves Money for Latter and Gets Business for Former 
—The “Right” Way to Load Bagged Commodities, Developed by Traffic Department of 
Pillsbury Flour Mills Company After Years of Research—Brick-Wall Method 
of Loading Flour Central Feature of Program to Satisfy Customer 


By HoMER H. SHANNON 


to make a satisfied customer at the end of the rail 

haul, and it takes a satisfied customer to make business 
for the manufacturer and traffic for the railroad,” said O. W. 
Galloway, claim agent of the Pillsbury Flour Mills Company, in 
summing up reasons for the intensive campaign by his company 
against damage to shipments in transit. Results of that cam- 
paign—now more than ten years old—tell an amazing story of 
the effectiveness of careful study and analysis of commonplace 
problems of loading and preparing goods for shipment. 

The flour miller, like a great many other manufacturers 
and distributors, Mr. Galloway explained, is selling service. 
Consignees have become temperamental. They want their goods 
at a particular time, and want to be able to use a shipment 
when it arrives. It might just as well be back on the shipper’s 
dock if the consignee can’t use it when it gets there. Moreover, 
a receiver doesn’t want the bother of sorting damaged from 
the undamaged or of making records and doing all the other 
things inevitably involved in dealing with a damaged shipment. 
If a long rail haul means damaged shipments arriving at the 
unloading dock, perhaps there is a competitor of the shipper 
located nearer, from whom shipments can be received without 
a long rail haul. Or it may be the rail haul can be eliminated 
entirely and shipments trucked from a near-by manufacturer. 

These and many other considerations were outlined by Mr. 
Galloway as serving to emphasize the importance of study on 
the part of traffic departments to reduce damage claims against 
the railroads by eliminating the things that cause damage. To 
do that, it is essential that railroads and shippers cooperate, 
he insists. No better illustration of the benefits that both may 
derive from well directed effort in that direction could be de- 
sired than that revealed by the claim record of Mr. Galloway’s 
company. That record indicates that claims for damage filed 
against the railroads by the flour company in 1931 were many 
thousands of dollars less than they would have been if there 
had been no improvement in claim prevention technique between 
that year and 1923. In 1923, 
claims averaged approxi- 
mately $18.00 a car on his 
company’s shipments. In 
1931 they were down to 78 
cents a car. 

Though, in large meas- 
ure, this directly reflects the 
vigor and intelligence with 
which the company followed 
its claim prevention work, 


a takes the work of both the shipper and the railroad 
















Mr. Galloway is insistent on the cooperative aspect of the 
matter. It should also be pointed out that the value of the 
commodity has decreased since the earlier year. Without the 
help of the railroads, he asserts, so remarkable a record would 
not have been possible. With their help, rail revenues have been 
preserved, both by reducing claim losses and by holding traffic 
to the rails, and the flour company has been able to give its 
customers the service demanded. As only one phase of co- 
operation between the shipper and the railroad, facts developed 
by the shipper have resulted in adoption, on the part of the 
railroads of the country as a whole, of changes in the interior 
construction of cars. 


Brick-Wall Loading for Bagged Commodities 


In the shipment of every type of commodity, as was pointed 
out some time ago, there is some single shipper who has de- 
veloped loading and shipping technique of an outstanding nature, 
according to a representative of the claim division of the Amer- 
ican Railway Association. Both shippers and the railroads, he 
asserted, would profit substantially by a general dissemination 
of the knowledge of these individual shippers among other 
shippers of like commodities. As a pioneer in the exploration 
of the causes of damage to shipments of bagged goods, and 
the ways in which to eliminate them, Mr. Galloway’s experience, 
backed by his company’s claim record, should be of interest to 
others. 

Development of what is called the brick-wall method of load- 
ing bags of flour constitutes a central feature of the loading 
practices instituted by Mr. Galloway. That method of loading 
sacked commodities has been in use in the sugar industry for 
some time and, possibly, by shippers of some other commodities, 
but the Pillsbury company was the first large flour shipper 
to use it. A number of other millers have adopted it, since 


its superiority to other methods of loading has been so well 
demonstrated. 
Sacked commodities, 


he explains, have for years’ been 
loaded in various ways, 
without a great deal of con- 
sideration being given to 
the “right” way. Loading 
in one way, he says, is 
certain to cause claims, 
while loading in another 
will practically eliminate 
them. Development of the 
exact facts, however, re- 
quired years of painstaking 


Top—A compact, safe doorway load is obtained by the brick-wall method of loading bags of flour, eliminating claims due to torn sacks. 
Left—Load in end of car as it looks before doorway load is begun. Smooth car walls and a compact load that will hold its position to 


destination are essential to the shipper of flour and other bagged commodities. R 
Years of investigation have demonstrated the superiority of the double-wall effect shown here, to prevent 
sacks from falling against the doors. 


of building doorway load. 





Right—Bags piled in warehouse to illustrate method 
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study and analysis. All scientific work is not performed in 
the conventional laboratory and, as this record discloses, the 
most startling results, in a business sense, where dollars and 
cents count, are sometimes obtained in the least dramatic fields. 


Experimenting Since 1921 


As far back as 1921 the Pillsbury Company began experi- 
menting with loading. In that year, Mr. Galloway obtained 
permission to load a single car of flour by what is called the 
“key-sack” method. The procedure in that, as he explains it, 
involves placing the first sack in the end of the car length- 
wise, with the next two sacks placed transversely, so that they 
meet at the middle of the first sack, with their ends lying on 
the car floor. The load is then built up by placing each sack 
with one end resting on the sack immediately under it and 
the other end lower, pointing toward the side of the car. At 
the center of the car, between the doorways, it is necessary to 
narrow the load considerably to provide for opening and closing 
of the doors without damage to the sacks. This method of 
loading was originated with the idea of keeping the load well 
away from the sides of the car to prevent tearing of the sacks 
on splinters, bolts, or other projectinxns. 

Following the initial experiment, which gave reasonably 
satisfactory results, as contrasted with the so-called “dump” 
method of loading, Mr. Galloway obtained permission to load 
five additional cars by the key-sack method. The cars were 
followed through to destination and the results checked. With 
that as a foundation, the key-sack method was adopted for 
certain sizes of sacks. One of its shortcomings was that it 
could not be used successfully with smaller sizes than the 98- 
pound flour sack. Damage still continued to develop, though 
not to the extent that had been previously experienced. One 
of the weaknesses in the key-sack method proved to be that, 
due to narrowing of the load in the middle of the car between 
the doorways, violent -shifts would cause it to break in the 
middle, throwing the load over against one door or the otlier. 


Uniformity Achieved 


The desirability of having a uniform method of loading all 
shipments of sacked commodities leaving the plants of the 
company resulted in Mr. Galloway getting the assignment of 
developing such a method. As he told the story, he stood 
around for days, at the loading docks, in cars, trying this and 
trying that. Finally, the idea of the brick wall method came 
and it was tried. The first load by this method was of 24-pound 
paper sacks. It was shipped to Pittsburgh, where pictures were 
taken and a detailed check made on the condition of the load. 
It was found that there had been a considerable shift in the 
position of the load, but relative to each other, the sacks had 
held their places. Two years of experimental work followed in 
which cars loaded by the brick-wall method were subjected to 
switching shocks at varying degrees of speed. On occasion, 
doors of the cars were left open so that exactly what happened 
in the car could be observed. Careful checks were maintained 
on all shipments. The result was that a brick-wall load was 
developed that, from the claim point of view, had the virtue 
suggested by the figurative sense of the term, as well as the 
literal sense. 


What It Is and Does 


The method, as outlined by Mr. Galloway, involves no par- 
ticular novelties and is relatively simple in its general features. 
In a real sense, none the less, it does require that each sack 
have a place and each sack be in its place. It can be used 
in connection with sacks of any size, he says, and with any 
kind of sacked commodity with the exception of bran. Its 
principal characteristic is the brick-wall effect, one sack bind- 
ing in another, but there are a number of refinements at door- 
ways and other points, as the method has been developed by 
Mr. Galloway. His company has been using the system for 
four years, and it has been standard on all shipments for two 
years. Evidence of its effectiveness is given by the claim 
figures of the company. In 1929, before the experimental stages 
had been completed, the company filed 7,183 claims, averaging 
$1.87 a car. In 1930, when all cars were loaded by the brick- 
wall method and a larger number were shipped, there were 
5,967 claims, averaging 90 cents a car, while, as stated, the 
average loss per car in 1931 was 78 cents. This, on top of 
the continuous improvement in the claim record that went 
before, justifies some pride on the part of the company’s traffic 
department. ; 

Briefly described, the brick-wall method of loading consists 
of locking each “joint” between two sacks by placing a sack 
in the succeeding tier above squarely across the “joint,” as 
illustrated in accompanying photographs. At the sides of the 
car, a-tine of sacks is laid parallel with the walls in alternat- 
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ing tiers. The doorway load is formed by stepping the log 
away from the sides of the car eight or ten inches, Starting 
about the length of a single sack short of the doorway Open. 
ing. The doorway load, instead of being tiered clear acrog 
the car, really consists of two “walls,” with no overlapping ¢ 
sacks on a line along the middle of the car running lengtp. 
wise. The load in either end of the car extends from wall ty 
wall, with the sacks tight against the sides. 

This method of loading, it is stated, gives complete rigidity, 
throughout the load, so there can be no toppling under impacts: 
each sack is tied in its particular place, by the brick-wall prin. 
ciple, and danger of tearing sacks by opening and closing tip 
doors of the car is eliminated without weakening the load jp 
the middle sufficiently to result in displacement under sever 
shocks. After a few miles of travel in a freight car, sack 
loaded by this method will settle so that the entire load jigs, 
compact unit, according to its sponsor. 


Questionnaires Lend Aid 


Undoubtedly one of the most important features of the 
claim prevention work of the company has been the use of 
questionnaires to determine the exact causes of damage. The 
company is fortunate, says Mr. Galloway, in that it ships from 
itself to itself. In addition to the six producing mills jp 
as many cities, it has warehouses or branch offices in prin. 
cipal cities of the country. Periodically, supplies of forms are 
sent out to each of the points at which the company receives 
carload shipments, on which detailed reports are made as to 
the condition of the loads received. The form is so laid out 
that the element of “judgment” on the part of the observer 
is reduced to a minimum, avoiding the possibility of variation 
in reports due solely to the human element. Spaces are provided 
for recording objective or eternal facts, such ag shift in load, 
direction and degree of shift, number of sacks torn, position 
of sacks torn, number of sacks wet, etc. 

As a result, the company knows at all times what, if any. 
thing, is wrong with the equipment it is using, or any of the 
other facts bearing on the problem. 

Questionnaires were first used in this way, according to Mr. 
Galloway, in 1924. A compilation of results obtained at that 
time indicated that 62 per cent of the company’s claims for 
damage were caused by so-called false door posts in the cars. 
The enormous forces developed by the heavy loads under switch- 
ing impacts and other movement, when placed behind indi- 
vidual sacks lying against the projecting door posts, inevitably 
caused damage. The facts developed by Mr. Galloway were 
presented to the master carbuilders of the American Railway 
Association and specifications were adopted eliminating, or 
counter-sinking, the door posts. 

Another feature of car construction that formerly caused 
a great deal of damage, eliminated as a result of the energy 
shown by Mr. Galloway in developing the facts and then seeing 
that they were placed before those interested, has to do with so- 
called grain trenches at the sides of the car. At a later date 
questionnaires showed that 34 per cent of the damage to ship- 
ments was due to the grain trenches, or openings between the 
inner and outer sheathing of double sheathed cars, provided 
to permit the escape of grain that might have fallen between 
the two sheaths. These spaces were sometimes as much as 
four or five inches high at the bottoms of the inside walls of 
the cars. When sacks were caught in them, tearing resulted 
from shifting loads. Changed carrier specifications for car col- 
struction have reduced these trenches to not more than one 
and a half inches in height. 

At the present time, the questionnaires show, damage caused 
by false door posts does not exceed more than 9 per cent of 
the greatly reduced total, and that due to grain trenches not 
more than 1 per cent. 

A substantial advantage obtained from the use of the ques 
tionnaires, in addition to that of developing the facts, is that 
company employes responsible for loading of cars can be con: 
tinually informed of their relative standing as to details of 
loading, as measured by the results. Each mill is on a com: 
petitive basis as to its loading record. Reports covering 
damages to shipments and their causes are sent out each month, 
so that the employes at the different loading points have 4 
basis for comparing their accomplishments with those of the 
employes at the other loading points. All are “kept on their 
toes” in that way, said Mr. Galloway. 


An Educational Project 


It goes without saying that any account of this kind neces 
sarily omits much detail. Mr. Galloway estimates that he 
spends approximately three months a year in purely educational 
work—at his company’s plants and warehouses, with claim 
prevention officials of the railroads, and in other ways. 














































May 
——— 


proof 
of it 
tion 
to th 
So f 
in tl 
mak 


is te 
ditio 
jnsu) 
“Wh 
he § 
fact 
towé 


sh.p 


dan: 
divi 
recc 
Rec 
$1,0 
tion 
is t 
accl 


cer 












load 
Tting 


Open. 
CT Oss 
1g of 
ngth. 
1] to 


idity 
cts; 
prin. 
the 
d in 
vere 
acks 
is a 


the 
> of 
The 
rom 
in 
rin. 
are 
Ves 
to 
out 
ver 
ion 
ded 
ad, 
ion 


ny: 
the 
Mr, 
lat 
for 
rs. 
ch- 
di- 
ily 
re 





May 14, 1932 


The figures as to the loss and damage account are eloquent 
proot of the value of the work to the railroads and, equally, 
of its value to the flour company. On the basis of the reduc- 
tion in claims a car since 1929, alone, the 1931 figures show that 
to the railroads was saved more than $61,000 in that one year. 
So far as his own company is concerned, the saving is more 
in the nature of one of the “intangibles” that, in business, 
make the difference between success and something else. 


But, as Mr. Galloway insists, the purpose of his department 
is to get the goods to the customer in the best possible con- 
dition. Collecting claims, he says, is as essential as collecting 
insurance after a fire, but it is far better to avoid the fire. 
“When a traffic department spends its time collecting claims,” 
he said, “it is overlooking the customer altogether. A satis- 
factory shipment at the customer’s unloading dock is a big step 
toward getting another car there.” 


LOANS TO RAILROADS 


With a statement that it believed it to be essential that the 
sh.ppers and communities that were dependent upon the Georgia 
& Florida should be given to understand that there was grave 
danger that they might lose its service, the Commission, by 
division 4, in Finance No. 9153, Georgia & Florida receivers’ 
reconstruction loan, has approved a loan of $271,221 from the 
Reconstruction Finance Corporation. The application was for 
$1,000,000. This approval is without prejudice to the considera- 
tion of additional loans covered by the application. The loan 
is to be used for the payment of equipment trust interest, 
accrued taxes, audited vouchers for materials and supplies and 
operating expenses. Receivers’ certificates, equal to the loan 
constituting a lien upon the property of equal rank to that of 
certificates now outstanding, are to be deposited as security. 


The larger part of the loan is to enable the railroad to pay 
taxes, $172,052 being for that amount, to cover taxes for 1928 
through 1931. The receivers said that that amount should be 
paid without further delay as it was due principally to munici- 
palities and counties which were greatly in need of the funds 
for important governmental purposes. 


In connection with the warning to shippers and communi- 
ties dependent upon the railroad, the Commission said that 
while the Georgia & Florida had always been a weak road and 
its abandonment would be a serious matter for shippers and 
communities, the evidence justified doubt as to whether the 
road could survive unless conditions speedily improved. It 
said that if the shippers and communities wished it to con- 
tinue to operate they must do everything within their power to 
support it and increase its traffic. The government, it added, 
already had an investment of over $900,000 in the railroad, made 
up of a loan of $792,000 and unpaid interest. It said there 
seemed little prospect at present that that money’ would be 
repaid. The evidence in this application, it said, did not war- 
rant the loan of any large additional sum of money but that a 
comparatively small loan was justified. Such a loan, it added, 
would enable the road to carry on for some time longer in any 
event and enable the management to develop the possibilities 
of traffic increase and reduction in operating expenses which 
Management had brought to its attention, among which was 
the possibility of increased traffic by reason of the Greenwood 
extension. 


Applications to the Reconstruction Finance Corporation by 
railroads for loans have reached a total of $404,000,000. The 
Commission, to April 6, had approved loans to twenty-nine rail- 
roads for a total of $109,000,000. 


The Chicago, Rock Island & Pacific Railway Co. has ap- 
plied for a loan of $10,000,000 for three years to meet interest 
obligations, bank loans and equipment trust obligations. 


In Finance No. 9332, White River Railroad, Inc., reconstruc- 
tion loan, the Commission, by division 4, on application for 
a loan of $25,000, has approved a loan for $16,000 for three years 
for the purpose of paying existing obligations for wages, traffic 
and car service balances, and materials and supplies, in the 
amount of $8,000, and the remainder to provide for the com- 
pletion of betterment projects already started. The Commis- 
sion said the company should pledge with the Reconstruction 
Finance Corporation $16,000 of bonds to be issued under a first 
mortgage on the property of the railroad. Partial loan approved 
Without prejudice to consideration of further loans on the 
application, 

The Tuckerton Railroad Co. has applied for a loan of $50,000 
for three years from the Reconstruction Finance Corporation to 
pay notes, taxes and buy materials and supplies and to make 
improvements. 

C. H. Crooks, receiver of the Fort Dodge, Des Moines & 
Southern, has applied for a loan of $200,000 from the Recon- 
struction Finance Corporation, for three years. He offers re- 
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ceiver’s certificates as security. The money is desired to pay. 
taxes, vouchers for materials and supplies, interline balances 
and to cover an estimated operating deficit of $53,719 in 1932. 

The Pennsylvania Railroad Co. has filed an amended ap- 
plication, in Finance No. 9243, asking for a loan of $27,500,000 
from the Reconstruction Finance Corporation, for three years, 
instead of $55,000,000, the amount it asked in its original ap- 
plication, for a continuation of the electrification and other 
improvement work between New York and Washington. This 
change in the application has been made in view of changed 
conditions and the request of the Reconstruction Finance Cor- 
poration. The applicant, in view of the changed conditions, is 
willing to provide half of the $55,000,000 originally applied for, 
by the sale of securities through banking and investment chan- 
nels and to furnish the additional $13,000,000 necessary to con- 
tinue the work described in the original application, the cost 
of which is estimated at $68,000,000, to be spent this year. 


This application is made upon the understanding that the 
Reconstruction Finance Corporation will definitely commit it- 
self at this time to make the loan of $27,500,000 to the com- 
pany on October 1, 1932. 


The security offered consists of 175,000 shares of Pitts- 
burgh, Ft. Wayne & Chicago Railway Co. common stock and 
237,000 shares of the Pittsburgh, Cincinnati, Chicago & St. 
Louis Railroad Co. common stock. Those companies are the 
owners of the Pennsylvania’s main lines from Pittsburgh to 
Chicago and St. Louis. 


The Commission’s docket shows correspondence between 
the Commission and A. J. County, vice-president of the Penn- 
sylvania in charge of its finances, indicating anxiety to have 
the matter of the loan disposed of. Mr. County inquired, on 
April 18, when a decision on its application might be expected. 
He said he was inquiring because if the company did not soon 
know the outcome of its application it might be necessary to 
slow up the work and dismiss a large number of men. Three 
days later he wired saying that it was very important for the 
company to have a decision on account of the approach of the 
season when the weather would be more favorable for the 
prosecution of the work in hand. The docket does not show 
anything about the negotiations, if any, between the company 
and the Reconstruction Finance Corporation that were followed 
by the filing of the amended application. 


In Finance No. 9310, Birmingham Southeastern Railroad 
Co. reconstruction loan, the Commission, by division 4, on ap- 
plication for loan of $50,000, has approved an immediate loan 
of $41,300, for three years, without prejudice to consideration 
of further loans, for the following purposes: To pay taxes, 
$7,000; to meet unpaid payrolls and vouchers, $8,711; to meet 
loans and bills payable, $10,041; to pay traffic balances due, 
$7,548; and to purchase motor equipment, $10,000. Security 
required: Not less than $50,000 of first-mortgage bonds. 

In Finance No. 9228, Texas South-Eastern Railroad Co. 
reconstruction loan, the Commission, by division 4, has ap- 
proved a loan of $30,000, for three years, to retire bank loans 
of $22,500; to retire note for $4,500 held by Lufkin, Hemphill 
& Gulf Railway Co., and to retire notes of $3,000 drawn in 
settlement of a personal injury claim. Security required; first 
mortgage constituting a first lien upon all of applicant’s phys- 
ical property. 

In Finance No. 9221, Apalachicola Northern Railroad Co. 
reconstruction loan, the Commission, by division 4, has denied 
approval of a loan to the applicant. The applicant applied for 
a loan of $200,000 to pay overdue loans and advances, traffic 
balances, audited accounts, past-due wages, taxes and to supply 
working funds. Commission said declining revenues and pres- 
ent financial straits of the applicant were not primarily or even 
largely due to the prevailing depression in general business. It 
concluded that the past earnings of the applicant and its pros- 
pect of earnings in the future did not justify a conclusion that 
the carrier would be able to repay the loan within the time 
provided by the statute. It further held that under the condi- 
tions shown there was no ground for a conclusion that the 
bonds of the applicant offered as collateral would afford a satis- 
factory substitute for its lack of present and prospective earn 
ing power. 


HOCH-SMITH COTTON 


The Galveston Cotton Exchange and Board of Trade and the 
Texas City Board of Trade, in No. 17000, part 3, Hoch-Smith 
cotton, support the application of the carriers asking the 
Commission for relief from the orders in that case to enable 
them to meet truck and/or barge competition on cotton moving 
from, to or between points in the southwest. They ask that the 
relief be granted but on the condition that the railroads preserve 
the equalization of Galveston, Houston and Texas City. 
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ASHBURN’S ANNUAL REPORT 


The Inland Waterways Corporation, the government barge 
line agency, had a “net profit” for 1931 of $166,991.41 and a 
net operating income of $298,756.51, according to the annual 
report of the corporation made public by the War Department. 

In his report to the Secretary of War, who is the governor 
of the Inland Waterways Corporation, Major General T. Q. 
Ashburn, chairman of the board and president of the corpora- 
tion, said the annual report of the corporation might be epito- 
mized as follows: 


Despite the handicaps of a stifling depression in general business, 
of unprecedented low water which increased operating expenses, of 
organized railroad opposition intensified to bitterness, our demon- 
stration has not only induced the private investment of several million 
dollars in a common water carriage on the Ohio and Mississippi, 
brought about the inauguration of the operations of the Union Barge 
Line, the Memphis Packet Line, and smaller carriers in the cotton 
trade, aided and established an oil fleet on the Warrior River; encour- 
aged the development of a fleet on the Intracoastal Canal, and cooper- 
ated with two mucipalities in constructing terminals (Rock Island, 
Ill., and Kansas City, Mo.) for our use; but we have extended our 
service to the Illinois River and prepared to extend it to the Missouri 
River, and have handled more freight than in 1930, and had a most 
satisfactory net income for the year. 

The treasurer’s report shows a net operating income for the 
Inland Waterways Corporation for the fiscal year (calendar) year 1931 
of $298,756.51. . 

There was charged for depreciation a total of $563,287.85, which 
actually was collected from operating revenues and deposited in our 
general fund. 

The corporation carries the highest form of cargo insurance 
known, insuring even against the act of God, and paid $84,399.64 for 
that service in 1931. 

The corporation paid in actual taxes to the state of Alabama 
the sum of $8,490.01, and it paid a total of $210,802.25 for use of 
municipally owned terminals; which sum was available for such 
municipalities to pay taxes, etc. 

The corporation has available in the Treasury of the United States 
$3,000,000, which could be withdrawn and deposited at 3 per cent 
per annum, 

In addition it has approximately $2,000,000 on deposit in various 
banks throughout the country. On these deposits interest accrued 
to the amount of $71,339.56 (not included in operating income), which, 
including interest earned on loans, not only paid the expenses of 
the Washington office (including the salary of the chairman) but was 
in excess of such expenses by the sum of $15,889.90. 

Authorized projects as of the date of this report amount to $1,354,- 
065.56 with approximately $2,000,000 available without further with- 
drawal from the United States Treasury. 

The corporation has outstanding bonds, consequently pays no 
interest thereon; nor does it have any borrowed money on which to 
pay interest. 

The rivers on which it operates are toll free to all citizens of the 
United States, and the cost of construction and maintenance of these 
streams for flood control and navigation would be the same whether 
the corporation operated or not, consequently these costs are not a 
proper charge against the Inland Waterways Corporation. 

These navigable streams have been created and are maintained, 
and the only way in which the people of the United States can get 
any benefit from them is to utilize them. 

The corporation primarily exists for the purpose of demonstrating 
to private capital that our streams may be utilized to furnish, in 
coordination with other forms of transportation, cheap transportation, 
with a reasonable return on the money invested. Nothing will quicker 
carry into effect the policy of Congress to promote, encourage, and 
develop water transportation than a successful demonstration. 

In December, 1929, there were in existence upon our interior 
streams over 200 common carriers, 98 contract carriers, and 187 pri- 
vate carriers operating 1,300 units of propelling equipment and other 
4,500 barges. 

This number had been considerably increased by December, 1931, 
so there can be no reasonable doubt that as a demonstration agent 
the corporation has been successful. 

The law itself in Public 601, Seventieth Congress, approved May 
29, 1928, prescribes the necessary conditions to be fulfilled precedent 
to the dissolution of the corporation, and so long as that law remains 
on the statute books the efforts of this corporation to bring into 
being the conditions prescribed will continue. 


Financial Data 


The report of Guy Bartley, secretary-treasurer of the cor- 
poration, included in the annual report, said an increase of 
$212,460.51 in the net worth of the business was a result of the 
following: Net profit for the year, $166,991.41; services and 
supplies donated by other government departments, $45,469.10; 
increasé in net worth, $212,460.51. Continuing, in part, Mr. 
Bartley said: 

The net profit for the year was after absorbing expenses of the 
Washington office and losses on property and equipment retired from 
service. The latter item alone amounted to $138,539.41. A summary 
of the profit and loss account is set forth as follows: 


Net income from operations...,........csseeeeeees $298,756.51 
Interest earned on loans, notes and bank deposits 77,365.70 


$376,122.21 
Deduct: 
Loss on property and equipment retired...... $138,539.41 
Adjustment applicable to prior periods (net).. 9,115.59 
Expenses of Washington office................ 61,475.80 ~ . 
——_—-—— 9,130.80 


| eer er ee ee eee ey $166,991.41 


The corporation actually received a total of $923,518.37 in Cash 
—- its operating subsidies during 1931, which consisted of the fo. 
owing: 
BOGE MNCUMAO THOM GPEPMLIODR.. ... «.5:0:60060siswocnscerecesseeesges $298,756.51 
Depreciation charges included in operating expenses....... 609,577 1] 
Services and supplies donated by other government depart- pas 

ments which were included in operating expenses...... 15,184.75 


Pie 

ED nave tine ea Rw Lala ead 46 aia SOR aes ee ia Rule es $923,518.37 

_ At the end of 1931, after seven years and seven months of Opera- 

tions, the Inland Waterways Corporation, according to its balance 

sheet of that date, had a corporate deficit of $276,421.30. A number 

of critics, in referring to our previous published reports, have under. 

taken to mislead the public into the belief that the debit balance 

shown in the corporation’s profit and loss account represented operat- 
ing losses. 

For the information of all concerned I submit the following sum. 
mary of the corporation’s profit and loss account from June 1, 1994 
to December 31, 1931, inclusive: a 
Debits: 

Losses assumed on property and equipment retired 

from service, as per Exhibit No. 22................ $ 712,766.89 





Expenses of Washington office.............cccecceceees 408,270.99 

PE TINE GS Sra Nisin thera b oe ws wera mead aw ow aie ee 12 7.88 

Credits: cen: 
Net income from operations................ $506,641.26 
Interest earned on loans and bank deposits.. 337,975.32 

—————._ 844,616.58 

DEG SOG Be OF TRIE BNI i 6 6c 6. os bic sesavncceccsucen $ 276,421.30 


The property and equipment retired during the period June 1, 
1924, to December 31, 1931, was carried in our accounts at a total 
value of $1,285,437.97. Practically all of the unserviceable equipment 
retired during this period was acquired by the corporation without 
expenditure of funds, but was set up in its accounts at an appraised 
value as an investment with a corresponding credit to the government. 

Aside from losses sustained on account of floods and other dis- 
asters, which amounted to $226,719.35 for the period, fully 95 per cent 
of the other losses were merely book losses assumed by the corpora- 
tion on obsolete and unserviceable equipment which it acquired with- 
out expenditure of corporation funds. 

The net income from operations for the period June 1, 1924, to 
December 31, 1931, inclusive, amounting to $506,641.26, was after 
including the following charges in operating expense accounts which 
involved no expenditure of operating funds:! 


Depreciation on property and equipment................... $3,279,029.80 


Loss on equipment retired and replaced.................... 112,638.29 

Services and supplies donated by other government depart- 
NE dso aid acrars nies Hiei einn WG winced oa vies Oc sae he MEa a own ae 128,670.94 
ME. S¢siwws Shr areca na weSNe da ctenwinad Gwes.ceeaw aw ae $3,520,339.03 


1The Inland Waterways Corporation was not organized until 
August, 1924, and these figures include losses from June 1, 1924, to the 
time of such organization. 

The total net worth of the corporation and subsidiaries was 


reported as $24,170,362 as of December 31, 1931. 
Tonnage and Revenue 


The report shows that in 1931 there was handled by that 
part of the service between St. Louis and New Orleans on the 
Mississippi River 1,170,317 tons of freight, as compared with 
1,149,864 tons in 1930; on the upper Mississippi between St. 
Louis and Minneapolis, 79,726 tons as compared with 105,494 
tons in 1930, and on the Warrior River, 283,872 tons as com- 
pared with 235,266 tons in 1930, a grand total of 1,533,915 tons. 
The report deducted 52,164 tons of imterdivision tonnage, leaving 
1,481,751 tons forwarded and received, all divisions. 

Though the report showed tonnage carried by each of the 
three divisions of the service, it did not deal similarly with the 
financial results of operation, giving the results only for the 
Mississippi system as a whole and for the Warrior system. 
Several years ago the corporation reported the results by divi- 
sions but it has ceased doing that. For the Mississippi system 
a net income of $331,589.54 for 1931 is reported, as against 
$188,119.08 for 1930, while for the Warrior system a loss of 
— is reported for 1931 against a loss of $122,941.99 for 

Freight revenue on the Mississippi system in 1931 was re 
ported as $5,139,253.11 as against $5,085,214.72 in 1930, and for 
the Warrior system, $1,083,719.24 as against $974,826.95 for 1930. 

General Ashburn, referring to the establishment of the neW 
service on the Illinois River up to Peoria, Ill, in the summer 
of 1931, said that, considering the short season, “the Illinois 
River operation was very satisfactory.” The tonnage moved 
amounted to 38,951 tons, of which 16,614 was merchandise freight 
and 22,337 was cement. In 1932, said he, this traffic should 
increase “and it will be necessary to operate two boats on 
this run.” 

The problem of getting into Chicago via the Illinois watel- 
way, from Peoria, said the general, “offers considerable, but 
not insurmountable difficulty, on account of the bridge situa 
tion.” 
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In a discussion of the subject of balanced freight, General 
Ashburn said that the traffic carried in 1931 exceeded “our 
expectations and was especially gratifying since we had to 
contend with new adverse Conditions, some temporary, some 
permanent.” : 

“The forceful gradual encroachment of truck transportation 
has become an important adverse factor,” said he. 

The general also said that by far the most effective compe- 
tition was the “very noticeable revival of river services of 
private ownership.” 

The report stated that the suit brought by Mr. Goltra of 
St. Louis against the Inland Waterways Corporation for a judg- 
ment for $10,000,000, asserting a cause of action growing out of 
the barge contract between Goltra and the government, had 
been decided in favor of the corporation. 

In “general comments,’ General Ashburn put forth his 
views in support of inland waterway transportation which have 
been expressed by him in public addresses. 

The report discusses interference with barge operations 
due to low water and asserts the need for “the immediate in- 
stallation of additional locks and dams on the upper Mississippi.” 


COST OF WATERWAYS 


Editor The Traffic World: 


Upon my return to the city, I note in your May 7 issue of 
the Traffic World an article which purports to be a summary 
of an address delivered by Mr. Fred G. Dorety, vice-president 
and general counsel, Great Northern Railway, before the Junior 
Association of Commerce, Minneapolis, Minn., on April 26, last. 

On this occasion, Mr. Dorety and the undersigned engaged 
in a debate on the Shipstead-Mansfield bond bill. Inasmuch as 
you have seen fit to print a summary of Mr. Dorety’s statements, 
I believe in all fairness that you should print a summary of 
our side of the case. Accordingly, I enclose such a summary 
and we, as a subscriber to the Traffic World, would appreciate 
its publication. 

Mr. Dorety’s discussion of the economics of rail and water 
transportation is remarkable for its extreme comparisons. For 
example, he compares the cost of operating one railroad with 
the cost of operating one barge line on the upper Mississippi, 
allocating to that barge line all the costs of construction and 
maintenance. He knows that the upper Mississippi River is 
a public highway, open to all who want to use it, and that when 
fully improved it will be utilized by many barge lines. In all 
fairness, he should compare the operations on the completed 
Ohio River with his mythical railroad—that would be a fair 
comparison. But the crowning absurdity of Mr. Dorety’s argu- 
ment is his proposal to build a railroad from Minneapolis to 
St. Louis and carry traffic free. One needs but point out that 
on their own statement, published in the Manufacturer and 
Builder, of June, 1871, the government of the United States gave 
the Northern Pacific to its stockholders, and yet it has difficulty 
in earning 5% per cent on its present capitalization. 


What is the issue involved in the Shipstead-Mansfield bond 
bill? Is it the economic need or feasibility of the nine-foot 
channel project? I do not believe it is. Congress, based upon 
the studies, surveys and reports of the United States engineers, 
adopted the upper Mississippi nine-foot channel project in the 
Rivers and Harbors Act of July 3, 1930, as a part of a great 
national inland waterways system. Therefore, the economic 
need for and feasibility of this improvement is no longer at 
issue. It remains only for the War Department, through its 
engineers, to construct this project as rapidly as funds are 
provided by Congress. Congress has appropriated $13,535,000 
to construct the initial works of this project and the engineers 
have the work well under way. The allotment in the budget 
for new work for the coming year is only $3,700,000. On this 
basis it would take over forty years to complete the project. 
That brings us to the Shipstead-Mansfield bond bill. 

That bill, which is now before Congress, does not apply to 
the upper Mississippi alone, but to all authorized river and 
harbor projects throughout the United States. Therefore, it is 
being supported by all sections of the United States. Its pur- 
pose is to abolish the old “pork-barrel” method of financing 
waterways, which completes nothing and is of benefit only to 
contractors, and to substitute therefor a sound financial plan 
which will save the government money on work which is going 
to be done anyway and complete these public improvements 
within the shortest period of time. The Shipstead-Mansfield 
bond bill provides for the issuance of government bonds to 
supplement annual appropriations so that river and harbor 
works of improvement can be carried on in a business-like 
manner instead of by piecemeal methods, as at present, due 
to uncertain and inadequate appropriations. This plan was 
Successfully used by President Roosevelt in financing the con- 
struction of the Panama Canal. Such a financial program ap- 
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plied to our authorized river and harbor improvements will save 
at least forty per cent in the first cost of these improvements, 
in addition to interest on capital invested and unproductive dur- 
ing the average period of construction of some twenty years 
under present methods, and, in this emergency, will employ idle 
money, idle labor and idle industry in this country. That, in 
brief, is the purpose and scope of this legislation. 

Despite the fact that the Shipstead-Mansfield bond bill 
does not involve the economic need or feasibility of river: and 
harbor projects, but has for its purpose the application of a 
sound financial plan to the construction of these projects, 
opponents of the development of waterways have taken ocCa- 
sion to resurrect their time-worn arguments against waterways. 
These arguments are all in the nature of a special plea, and 
nowhere therein will you find any concern over the welfare of 
agriculture or industry, which, in the last analysis, must prosper 
before any transportation agency can prosper. The only new 
argument advanced is the need to reduce government expenses. 
Yes, we should certainly reduce governmental operating ex- 
penses, but do not confuse such a desirable economic program 
with reproductive capital expenditures which should not be 
reduced if the individual and national income is to be pre- 
served and stimulated. Inland waterways improvements are 
permanent and productive assets of the nation. Such is the 
upper Mississippi nine-foot channel project. We have shown 
the public benefits that will flow from its completion. Capital 
expenditures for this purpose should not be loaded on to the 
annual budget when funds to carry out this purpose by that 
method can only be secured by additional taxes at a time when 
Congress is striving to avoid undue increases in the peoples’ 
tax burden. The Shipstead-Mansfield bond bill embodies the 
only business-like method of financing these capital expendi- 
tures so that the public may have the beneficial use of these 
improvements, not only as a means of relieving this depression, 
but for all time to come. 

A. C. Wiprud, General Counsel, 
Upper Mississippi Barge Line Company. 
Minneapolis, Minn., May 11, 1932. 


The story of the ‘‘address’’ by Mr. Dorety, in The Traffic World 
of May 7, to which Mr. Wiprud refers, was sent in by the publicity 
representative of the Great Northern Railway. We were not told 
that his remarks were, as Mr. Wiprud says, a part of a debate.— 
Editor The Traffic World. 


BARGE-AND-RAIL SUGAR RATES 


The Commission, in a sixth section permission, has author- 
ized L D. Chaffee, tariff publishing agent for the government’s 
barge line and assenting railroads, on one day’s notice, to can- 
cel barge-and-rail sugar rate schedules, condemned by the Com- 
mission in its decision in I. and S. No. 3534, cancellation of rates 
on sugar via barge routes from New Orleans and certain con- 
tiguous points and Mobile, Ala., to the southeast. (See Traffic 
World, April 9, p. 765.) The cancellation, however, is to be 
made not later than May 14. 

Condemnation of the schedules filed by the barge line pro- 
viding joint rail-and-barge rates was without prejudice to the 
filing of new ones providing for stopping and sorting in transit 
at Holt and Birmingport on the basis of all-rail rates. Mr. 
Chaffee, in his sixth section application, said that it would be 
impossible to do that by May 14, the day on which he was to 
cancel the condemned schedules. Therefore, he said, the stop- 
ping and sorting privilege would have to be withdrawn for the 
time being. 

The Commission, in I. and S. No. 3534, cancellation of rates 
on sugar via barge routes from New Orleans and certain con- 
tiguous points and Mobile, Ala., to the southeast, has denied the 
petitions of the Inland Waterways Corporation and New Or- 
leans Joint Traffic Bureau for postponement of the effective 
date of the order and for reargument and reconsideration. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved an allotment of 
$90,000 for operating and care of locks and dams on the Iilinois 
waterway. 


SUNDAY OPERATION OF TRAINS 


Noah W. Cooper, of Nashville, Tenn., who urged the Com- 
mission in Ex Parte 103, Fifteen Per Cent Case, 1931, to require 
the railroads to cease operating on Sunday, has revived the 
issue in a formal complaint, No. 25252, Noah W. Cooper, Nash- 
ville, Tenn., vs. Louisville & Nashville et al., filed with the 
Commission. Sunday operation of trains is unlawful under the 
interstate commerce act, in the opinion of Mr. Cooper. He 
asks for an order requiring the railroads to discontinue all 
operations of trains on the Sabbath Day or rest day, except to 
relieve emergency instances of charity and unavoidable and 
manifest necessity. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Berthed steamers have continued to get the most of the 
grain trade in the last few days, while the full cargo grain 
market remains about as last reported, rates still on the basis 
of 8 cents from Montreal to Antwerp-Rotterdam and only a 
few fixtures reported. Among those recently consummated 
were a British steamer for 24,000 quarters from Montreal to 
the Mediterranean on the basis of 11 cents for one, 1144 cents 
two and 12 cents three ports excluding islands, Spain and 
North Africa and 44 cent extra for Montreal and Sorel loading 
option, prompt; also a 6,000-ton steamer from the Gulf to Greece 
for the last of May on the basis of about 3s 6d. 

Two unusual fixtures made their appearance in the trans- 
Atlantic sugar trade, both of them being for New York loading. 
A 6,000-ton boat took one of the cargoes for United Kingdom- 
Continent at 12s for prompt loading, while the other, for the 
same destination, was done on the basis of 13s for a 1,726- 
tonner, also for prompt loading. Other fixtures from Cuba and 
Santo Domingo to United Kingdom-Continent were done on 
approximately the same basis as last noted. 

In the time charter market, the West Indies trade con- 
tinued to lead what activity there was. One season charter 
in the coastwise paper trade was reported, as well as that of 
a motorship, 1985 net, for trip down in the east coast of South 
America trade, delivery north of Hatteras, at 80 cents, prompt. 

The tankers trade had a number of interesting fixtures. 
A Dutch motorship, 8,500 tons, clean, was engaged for June 
from the Gulf to the Capetown Durban range on the basis of 
about 12s with 1s extra for North Atlantic loading. From Cali- 
fornia a big 12,500-ton boat was taken for Japan for late May 
and a smaller tanker for five voyages in the California-U. S. 
North of Hatteras trade for May-June. 

Somewhat better inquiry but less actual business is re- 
ported from the Pacific coast for the last month by the General 
Steamship Corporation in its freight and charter market letter. 
In the grain trade one fixture from British Columbia to China 
was reported, terms private but presumably somewhere in the 
neighborhood of $2.60 and several boats were fixed for United 
Kingdom-Continent at rates which were slightly lower than 
those paid the previous month. 

With the exception of the Australian trade, where an in- 
quiry developed, the Pacific coast lumber market was virtually 
at a standstill. The time charter market had a few fixtures at 
low rates, while in the cotton trade a fixture from California 
to United Kingdom was reported at a rate considerably below 
the figures asked by regular lines. 

Cc. H. Sprague and Son, managing agents for the American 
Republic Line, announce the appointment of the Southgate-Nel- 
son Corporation, Norfolk, as agents for the line at that port 
and the Roosevelt Steamship Company as the agents for the 
line at Baltimore. 

Imposition of a dockage charge against steamships using the 
wharves of the Alabama State Docks Commission is provided for 
in a schedule promulgated, effective May 1 to September 30, 
inclusive. The announcement was made by John V. White, 
traffic manager for the commission. The schedule calls for 
the following charges: On steamers and other ocean going 
vessels, a charge of % cent per net registered ton for the first 
day and for each of the four succeeding days. The next three 
days will be free, and the 4% cent per net ton imposed for each 
succeeding day thereafter. The charge is applicable for any 
part or the whole of the first day but if the vessel clears in 
less than twelve hours of any other day only one-half the 
charge will be imposed. Computation of time begins from the 
time the vessel docks. 

Deepening of the Hudson River channel along the Wee- 
hawken-Edgewater waterfront to thirty feet, without imposing 
any conditions in regard to terminal development in this area, 
was advocated by the Port of New York Authority at a hearing 
May 6. A 30-foot channel 750 feet wide is provided for by exist- 
ing law, with a condition that at least two terminals be first 
developed by the local communities, with an annual capacity 
of 150,000 tons of general cargo. The present channel is only 
twenty-six feet deep. 

The fastest weekly express Service ever operated between 
New York, Haiti, Jamaica, and Colombia will be established 
by the Colombian Steamship Company next fall with the de- 


livery of the two new liners now under construction by th 
Newport News Shipbuilding and Dry Dock Co. These veggg, 
will reduce the time in transit between New York and Ports, 
Prince to three and a half days; to Kingston to four and , 
half days and to Colombia to five and a half days. 

The Cunard Line has announced that it will rebuild Pig 
54, North River, destroyed by fire May 6. The structure, valuej 
at about $2,000,000, toppled into the river and except for a gsma/ 
portion at the shore end, is a total loss. Although it js the 
property of the City of New York, responsibility for reconstry. 
tion rests with the steamship line. 

The New York State Canal Bureau has announced that it 
was protesting to the Interstate Commerce Commission agains 
proposed rail rate reductions on wheat and coal which, j 
charged, were discriminatory against the canal. The railroags 
Colonel Frederick Stuart Greene, superintendent of Public 
Works, said, planned to inaugurate low grain rates, which wouli 
be disclosed. The bureau also protested a proposed rail rate 
schedule which it said would discriminate against coal ship 
ments destined for movement through the Barge Canal. The 
proposed coal schedule, the bureau said, called for a rate of 
$1.89 a ton from the Cumberland and Piedmont fields of Wes 
Virginia to Fairport, on Lake Erie, for coal to be forwarded 
by ship to upper lake ports. For coal destined to be forwarded 
by boat from Fairport to Barge Canal points in New York State 
however, the same coal movement would cost $2.30 a ton, accori. 
ing to the bureau, 

J. D. Harrington, secretary of the United States Atlantic 
and Gulf-West Coast of Mexico and Central and South American 
Conference, announces to exporters to Mexico that, effective on 
and after May 16, the conference lines will assess an extra 
prepaid charge of 14% cents a 100 pounds, instead of 1 cent a 10) 
pounds, as heretofore, on all shipments clearing from New York 
and (or) New Orleans, to West Coast Mexican ports, in accord: 
ance with recent Mexican legislation imposing additional taxes 
on maritime transportation. 

Contract rates on cotton are to be abolished, effective 
August 1, by the Gulf-Mediterranean Conference Lines. The 
system was abandoned by the Gulf-French Atlantic-Hamburg 
range group, effective January 1. There has been a differential 
of 10 cents to 20 cents a 100 pounds between contract and non 
contract rates on cotton, but the largest individual shippers of 
cotton, Anderson, Clayton and Company, have refused to enter 
into such contracts, in spite of the favorable differential, and 
have preferred to charter tonnage for shipment on a bulk basis. 
Present cotton rates have been extended through July 31 by 
the Gulf-Mediterranean and Gulf-United Kingdom conferences. 
The United Kingdom rate is 35 cents per 100 pounds, first class. 
The rate to Italian ports and Barcelona is the same, but the 
rate to other Spanish Mediterranean ports is 45 cents. 

Five vessels of the Dimon Steamship Corporation, now laid 
up at Pacific ports, and two tied up in the Port of New York, 
have been libeled by the Shipping Board, which has a prior 
claim of about $610,000, secured by mortgages on the individual 
vessels. Other liabilities of the corporation, which has been 
in receivership since March 18, amout to about $300,000. The 
board’s action was taken only after opportunity had been given 
for the receivers and the creditors’ committee to work out some 
plan for either disposing of the vessels or resuming operations. 


GALVESTON INCREASE IN VESSEL MOVEMENT 


In the first four months of 1932 figures covering arrivals 
and departures of vessels at Galveston increased by approxi 
mately 20 per cent over the same period in 1931. In the first 
four months of 1932 total entrances were 545 and clearances 
552. For the same period in 1931 the total entrances were 443 
and clearances 442. 

As in the preceding year, the Galveston customs district, 
in 1931, ranked second to New York in value of foreign col 
merce handled, according to statistics of the Bureau of For 
eign and Domestic Commerce, U. S. Department of Commerce. 

The total value of foreign commerce handled through the 
Galveston district in 1931 was $276,945,000. Next to the Gal 
veston district in value of foreign commerce was the New OF 
leans district, with a total value of $241,861,000. 


U. S. VS. FOREIGN SHIPS 


Chairman Davis, of the House committee on merchant 
marine, radio and fisheries, has favorably reported from the 
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committee H. R. 10674, amending section 14 of the shipping 
act of 1916 so as to prohibit the use of a foreign vessel in a 
articular trade so as to produce unwarranted and excessive 
competition in such trade with vessels documented under the 
laws of the United States. In its report recommending passage 
of the bill the committee said: 


The principal purpose of the bill is to make it possible to put a 
stop to the unfair and unwarranted competition which has developed 
in our near-by foreign trades through the temporary withdrawal of 
the large trans-Atlantic liners and the placing of them in the near-by 
trades during the profitable season, and thus destroying the oppor- 
tunity for vessels regularly engaged in such trades the year round to 
make and accumulate the earnings which are necessary to sustain 
year-round operations. 


CONTROL OF INTERCOASTAL RATES 


The Traffic World New York Bureau 


Protesting the recent action of the transportation commit- 
tee of the Merchants’ Association of New York in opposing 
governmental control of intercoastal water rates, Edward P. 
Farley, chairman of the executive committee of the American- 
Hawaiian Line, has addressed a letter to the Merchants’ Asso- 
ciation giving his reasons for favoring such control of the 
intercoastal trade. 

The American-Hawaiian executive has long advocated fed- 
eral control for the intercoastal trade, as he believes that this 
is the only way of stabilizing freight rates. He points out that 
interests representing about 1,250,000 tons of intercoastal ship- 
ping favor such legislation, while a small minority, controlling 
only about 356,000 tons, are against it. 

Mr. Farley’s letter, which was addressed to Thomas J. 
Watson, president of the Merchants’ Association, follows in part: 





As a member of the association, I think it (the report) is a 
very unfair exposition of the facts. The early part of the commit- 
tee’s report contains criticisms of the original draft of the bill, which 
is not under consideration, and was not at the time the committee 
made its report. 

It is stated that there are three lines in this trade that want 
this legislation for protection against economically operated boats. 
This statement is manifestly incorrect as shown by the testimony 
of the lines, and it is hard to see how your committee could make 
a statement so obviously wrong, as the lines which appeared before 
the sub-committee of the commerce committee in favor of this 
legislation represent about 1,250,000 tons, and the opponents only 
about 356,000 tons. 

Your committee believes that the stabilization of rates is desir- 
able, but believes that this can be accomplished without government 
control. The lines themselves are very anxious to have stable rates, 
but have been unable to obtain this under the conditions that have 
existed, and I cannot help wondering what your committee has in 
mind as a solution to the problem which the steamship companies 
themselves have not been able to solve. Do you not feel that your 
organization may be doing incalculable harm to the steamship com- 
panies engaged in the intercoastal trade when you attempt to use 
the influence of your organization to oppose politically that which 
the majority of the lines are actively advocating? 


SHIPPERS’ CONFERENCE OF NEW YORK 
The Traffic World New York Bureau 


The stand of the Shippers’ Conference of Greater New York 
in opposition to the Copeland bill S. 4491, giving the Shipping 
Board power to regulate intercoastal water rates, was reiterated 
at its monthly meeting May 11. The conference voted unani- 
mously to request Chairman W. J. Mathey to send a letter to 
Senator Copeland explaining the conference stand on the Dill. 

Action was taken following an address by H. R. Duniway, 
of the Intercoastal Lumber Shippers’ Association of New York, 
in which he attacked the measure as a step to drive the less 
powerful ship lines from the intercoastal field. The principal 
feature attacked was the provision empowering the Shipping 
Board to establish new freight rates if any one intercoastal 
on to the board against the rates charged by a com- 
etitor. 

Mr. Duniway said that small lines which cannot afford to 
file tariffs ninety days in advance of sailings or file lists of 
loading and discharging ports, especially in the traffic east- 
bound, would be severely handicapped by the requirements of 
the Copeland bill. 

He said that the bill would cause greater confusion in in- 
tercoastal shipping than has existed in the last year, when the 
ship lines were engaged in a rate war, and that the stabilization 
of freight rates, which is claimed as a potential outcome of 
the legislation, would not result. The Shipping Board, he said, 
would have powers in the fixing of rates which would be dan- 
serous, 

_ The shippers met in the rooms of the Merchants’ Associa- 
tion, and their letter to Senator Copeland follows in part: 





We have received a copy of S. 4491, introduced by you for the 
purpose of regulating intercoastal steamship rates. As you prob- 
ably know, the Shippers’ Conference is opposed to this legislation 
— to any extension of the regulatory authority of the Shipping 
oard over intercoastal commerce by water. 
or years the shippers in the mid-west have been moving heaven 
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and earth to have our intercoastal rates regulated by either the 
Shipping Board or the Interstate Commerce Commission because 
of the large amount of business that developed between the Atlantic 
= tone seaboards made possible by the opening of the Panama 
anal. 

You will, of course, appreciate that the transportation of freight 
by steamships in performed under conditions and presents problems 
entirely different from those relating to railroad transportation. 
The abuses which led to governmental regulation of the railroads 
for the protection of the shipping public do not from the very nature 
of things exist in the case of water transportation. Therefore any 
attempt to model government regulation of water commerce upon 
the regulation of the railroads would, in our opinion, be unsound and 
contrary to the interests of the shipping public. 

At the present time the Shipping Board has the power to pro- 
hibit unreasonably high rates. This power, if exercised by the board, 
would afford sufficient protection to shippers against extortionate 
transportation charges. Water carriers are afforded protection by 
the provisions of the ‘‘fighting ship’’ act, which at present applies 
to ships in the intercoastal trade. 

Except for the protection from “fighting ships,’’ which we con- 
sider proper, we do not believe that the water carriers are entitled 
to protection against the effects of legitimate competition or that 
the shipping public should be deprived of the advantages which they 
may gain from such competition. 

We are accordingly opposed to the proposed bill in its entirety. 

If any portion of the bill is to become law, we think it should be 
limited to the first three sections. If there be any justification for 
these sections it must be on the ground that they will tend to 
afford a measure of stability to the ocean freight rate structure and 
require transportation to be performed only at known and published 
rates. On the other hand, this stability must be purchased at the 
expense of freedom to meet unusual conditions which are much more 
frequent in the shipping business than in the case of railroads. 


Another committee reported that the Railway Express 
Agency is considering the making of a number of reductions 
in the small package rates in seeking to recover some of the 
trade it has lost to the parcel post service. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board May 11: 


Pacific Coast European Conference (176). Under the terms of this 
agreement, which is restricted to rates, tariffs, brokerage and mat- 
ters directly relating thereto, the member lines are to be bound to 
the maintenance of uniform freight rates and practices in respect to 
traffic from United States Pacific Coast ports, including traffic from 
inland points of the United States and Canada moving via such ports, 
to United Kingdom, Ireland, Continental and Scandinavian ports and 
Mediterranean base ports; and to transshipment ports in the Medi- 
terranean Sea, Adriatic Sea, Biack Sea, West, South and East Africa, 
British India and British Mesopotamia served via ports of call of 
member lines. Any firm or corporation operating vessels in the 
trade, may, upon two-thirds vote of the member lines, become a 
party to the agreement by subscribing thereto; no eligible applicant 
to be denied admission except for just and reasonbale cause. Any 
party to the agreement may withdraw upon ninety days’ notice and 
a member line suspending service for a pefiod in excess of three 
months is to automatically cease to be a member, but may resume 
membership upon reestbalishment of service. A member line found 
guilty of violating rules and regulations of the conference may be 
expelled by two-thirds vote of the members. Two-thirds of the 
conference membership is to constitute a quorum at meetings; deci- 
sions in respect to all conference matters, except admission and 
expulsion of members, to be by unanimous vote of members present 
at meeting and all members are to abide by such decisions. This 
agreement is to supersede present agreement of the Pacific Coast 
European Conference bearing Bureau of Regulation Conference Agree- 
ment Nos. 75 and 75-1. 

1867—Gulf Pacific Mail Line, Ltd., with Dollar Steamship Lines, 
Ine., Ltd.: Through billing arrangement covering shipments from 
Oriental ports to United States Gulf ports, with transshipment at 
San Francisco. Through rates from Oriental base ports of loading 
of Dollar Line are to be the same as applicable direct line confer- 
ence rates, subject to a minimum rate per ton of $7 weight or 
measurement. On shipments originating beyond such Oriental base 
ports Dollar Line is to receive expense of transporting shipments from 
point of origin to shipside in addition to one-half the through rates 
from such base ports. Transshipment expense on pieces or packages 
is to be absorbed by the lines. 

1900—Gulf Pacific Mail Line, Limited, with Pacific Steamship 
Company: Covers through shipments of wrapping paper, newsprint 
paper and toilet paper from Portland, Oregon, to Puerto Colombia 
and Cartagena, Colombia, and Curacao, Dutch West Indies, with 
transshipment at San Francisco. 

1915—The New York & Porto Rico Steamship Company with 
Luckenbach Steamship Company, Inc.: This arrangement covers 
through shipments of canned goods, canned salmon dried fruit, beans 
and rice from Pacific Coast ports to Porto Rico and Dominican Re- 
public, with transshipment at New York. Through rates to Porto 
Rico are to be as specified in the agreement, while through rates to 
Dominican Republic ports are to be based on specified rates to Porto 
Rico plus arbitrary of 20 cents per 100 pounds, and tonnage and 
wharfage dues of $1.90 per 1,000 kilos (2,204.6 pounds) on canned 
goods, canned salmon, dried fruit and beans, and arbitrary of 15 
cents per 100 pounds plus $1.90 per 1,000 kilos tonnage and wharfage 
dues on shipments of rice. 

1917—The New York & Porto Rico Steamship Company with 
Panama Pacific Line: The terms of this agreement are identical with 
the terms of Agreement No. 1915 as outlined above execpt as to 
parties. 

1916—The New York & Porto Rico Steamship Company with Dol- 
lar Steamship Lines, Inc., Ltd.: This arrangement covers through 
shipments of canned goods, canned salmon, dried fruit, beans and 
rice from Pacific Coast ports to Porto Rico and Dominican Republic, 
with transshipment at New York. Through rates to Porto Rico are 
to be as specified in the agreement, while through rates to Domini- 
can Republic ports are to be based on specified rates to Porto Rico 
plus arbitrary of 20 cents per 100 pounds, and tonnage and wharfage 
dues of $1.90 per 1,000 kilos (2,204.6 pounds) on canned goods, canned 
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salmon, dried fruit and beans, and arbitrary of 15 cents per 100 
pounds plus $1.90 per 1,000 kilos tonnage and wharfage dues on ship- 
ments of rice. 

1938—The New York & Porto Rico Steamship Company with 
Luckenbach Steamship Company, Inc.: Covers through billing ar- 
rangement covering shipments of canned goods from Porto Rico to 
United States Pacific Coast ports, with transshipment at New York. 

1952—Luckenbach Gulf Steamship Company, Inc. with Mobile, 
Miami & Gulf Steamship Company, Inc.: This arrangement covers 
through shipments of canned grapefruit from designated Porto Rican 
ports to designated Pacific Coast ports, with transshipment at Mobile. 
Wharfage charges at Mobile are to be absorbed by the two companies. 

1925—Panama Pacific Line with Colombian Steamship Company, 
Inc.: Arrangement covers shipments of coffee from Cartagena and 
Puerto Colombia, South America to San Francisco and Los Angeles, 
with transshipment at New York. The agreement provides for a 
through rate of $15 per 2,000 pounds. 

1934—-Panama Pacific Line with New York and Cuba Mail Steam- 
ship Company (Ward Line): Agreement covers through billing ar- 
rangement covering shipments of vegetable wax from ports of call of 
New York and Cuba Mail in Mexico to Los Angeles and San Francisco, 
with transshipment at New York. The through rate is based upon 
direct lines rates. This agreement may be canceled by either party 
giving notice to the other. 

1948—Canadian Pacific Steamships, Ltd., with Inter-Island Steam 
Navigation Company, Ltd.: Arrangement covers through shipments 
from Manila, Hongkong, Shanghai Kobe and Yokohama to Hawaiian 
outports, with transshipment at Honolulu. Through rates on traffic 
moving under the agreement are to be the prevailing rates at time 
shipments move. The agreement may be canceled by either party 
upon thirty days’ written notice. 


Cancellations of Agreements 


814-C—Gulf Pacific Line with Matson Navigation Company: Can- 
cels an agreement approved by the board March 12, 1929, covering 
through shipments from Mobile and New Orleans to the Hawaiian 
Islands, with transshipment at San Francisco. Cancellation of this 
agreement is because it has been superseded by Agreement No. 1801. 

925-C—Gulf Pacific Line with Los Angeles Steamship Company: 
Cancels agreement for through shipments from Mobile and New Or- 
leans to the Hawaiian Islands, with transshipment at Los Angeles 
Harbor. This agreement was approved by the board July 9, 1929, 
and its cancellation is because it has been superseded by Agreement 


No. 1843 


MERCHANT MARINE TONNAGE 

A slight decline in documented tonnage of the American 
merchant marine, principally in the unrigged class which offset 
the increased tonnage of motor vessels, was reported for the 
nine months ended March 31, 1932, by A. J. Tyrer, Commissioner 
of the Commerce Department’s Bureau of Navigation. This is 
the first time that detailed figures have been available for 
shipping men prior to the close of the fiscal year, June 30. 

The report shows that on June 30, 1931, there were 25,471 
documented merchant vessels of 15,908,256 gross tons, while on 
March 31, 1932, there were 25,109 vessels of 15,852,425 gross 
tons, a decrease of only 362 vessels and 55,831 gross tons. The 
small amount of tonnage as compared to the number of vessels 
was due to the increased size of vessels now being built as 
compared with those built in former years. 


CALMAR STEAMSHIP SAILINGS 


The Calmar Steamship Corporation, effective with the sail- 
ing of the S.S. Losmar, from Baltimore on May 14 and from 
Philadelphia on May 18, will inaugurate a sailing every fourteen 
days. ! 

Arrangements have been perfected so that the time in 
transit from Baltimore and Philadelphia to Los Angeles, San 
Francisco, Oakland, Calif., Portland, Ore., Seattle and Tacoma, 
Wash., has been materially reduced, it is stated. 


HOLDING OF CERTIFICATED IMPORTS 


Representative Crisp, of Georgia, acting chairman of the 
Ways and means committee, has offered a House joint resolu- 
tion, No. 336, enactment of which would make it unnecessary to 
make a vast increase in government warehouse expense for the 
holding of merchandise imported under certificates issued pend- 
ing the hearing of appeals from values fixed by customs ap- 
praisers. The Court of Customs and Patent Appeals, in Fraed- 
lander Co. vs. United States, construed section 503(b) of the 
customs law of 1930 in such a way as to make it impossible 
for customs officers to release from their custody merchandise 
so long as an appeal as to that sort of merchandise was pending. 

Such merchandise is now imported under certificates set- 
ting forth the fact that there is an appeal pending and that 
duties will be due on it in accordance with the decision when 
made. The court held that as to such merchandise the ap- 
praiser had to suspend appraisement, meaning that he would 
have to retain the merchandise in his possession, until the 
appeal has been decided. That meant, according to Secretary 


Mills of the Treasury Department, a big increase in warehous- 
ing costs. 

The Crisp joint resolution says that merchandise so entered 
at the customs house shall be appraised and reappraised as 
though the merchandise had not been so entered. 
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The House has passed the Crisp resolution (No. 336) ang 
sent it to the Senate. 


CARGO HANDLING ON PIERS 


Motor trucks handle approximately forty per cent of the 
general merchandise cargo of steamships serving the Port of 
New York, the results of a survey conducted by the Emergency 
Works Bureau, under the supervision of the Port of New Yor 
Authority, show. The results of the survey, which lasted from 
December 15 to April 15, are published in the current bulletip 
of the Port Authority. 

Of a grand total of 1,179,000 tons of freight it was foung 

that 46.9 per cent came from points within the port district 
itself. The remaining 53.1 per cent was “through traffic” re. 
ceived from or dispatched to points beyond the district. The 
major part of the “through traffic” was handled by lighter to 
and from shipside. 
“The most significant result of the waterfront analysis,” it 
is stated, “is the conclusion that freight is freely trucked from 
all parts of the district to steamship piers on any waterfront, 
probably on account of the excellent system of bridges, tunnels 
and ferries which link up all sections of the port. 

; “Seventy-one per cent of the export cargoes are taken over. 
side from railroad lighters, lighters transferring freight from 
other steamships and private lighters; most of the remainder 
comes by truck and a small portion by direct rail delivery from 
trucks on the piers. 

“Of the imports a much greater portion—54.5 per cent—is 
handled from the piers by truck and 44 per cent by lighter. 
This distribution covers only general cargo ships and excludes 
grain which comes alongside in barges. If full cargo freight 
ships or tankers handling oil, sugar and flaxseed for local port 
industries were included a larger percentage of the total port 
traffic would be recorded as local in character. 

“Piers located on the Brooklyn waterfront draw more than 

half of their export tonnage from Manhattan and the Bronx 
and as much from New Jersey as from Brooklyn itself. Con- 
versely, piers located on the New Jersey waterfront draw more 
than half of their tonnage from Manhattan and the Bronx and 
a considerable share from Brooklyn and Queens. 
; “There is a general tendency for a larger share of the 
imports to be destined to the immediate locality in which the 
pier is located, probably on account of the more extensive stor- 
age of import freight in nearby warehouses. The flexibility of 
communication within the Port District, however, is marked 
even for import freight. 

“Summing up the situation with respect to movement of 
steamship freight by truck between parts of the Port District, 
the survey shows that twenty-four per cent of the total import 
and export freight, or fifty-seven per cent of the total freight 
received by truck at the piers, cross some vehicular bridge, 
tunnel, or ferry to reach the pier, and that seventeen per cent 
of the total trucked freight crosses the state line between New 
York and New Jersey.” 


WORLD AUTO PRODUCTION 


Again leading the world in automobile production, the 
United States produced in 1931, 2,389,738 passenger cars, trucks 
and busses out of a total world output of 3,042,069 units, or 
77 per cent of the world’s figure, according to figures compiled 
in the Commerce Department’s automotive division. United 
States and Canada together produced 81 per cent of the total. 

The United Kingdom was second with a total output of 
223,219 units, followed by France with 196,860, Canada with 
82,621 and Germany with 66,578. Italy produced 31,480 units, 
and Soviet Russia 23,400. 

Exports in 1931 accounted for more than 7 per cent of the 
world total. Combined United States and Canadian exports 
amounted to about 6 per cent of the 1931 production, as com- 
pared with 8 per cent in 1930. The United States exported 
128,357 units in 1931, as compared with 237,581 in 1930; while 
oo exported 13,813 units in 1931, as compared with 44,553 
in 4 

World production tended to decline as compared with previ 
ous years. The 1931 total of 3,042,069 units was a decrease of 
1,084,401 from 1930, or a drop of 25.3 per cent. Of the 17 auto- 
mobile manufacturing countries, only six—Austria, Czecho- 
slovakia, Japan, Russia and Switzerland—none leading pro 
ducers—showed increases in production. Among the major pro 
ducing countries, England and Germany showed the smallest 
rate of decline. The greatest increase was noted in Soviet 
Russia, whose 1931 production was 174 per cent above 1930, 
which was in turn 73 per cent higher than the 1929 figure. 
Among the more important producing countries, 1931 output 
showed the following decreases as compared with 1930: United 
States, 23.8 per cent; Canada, 46.4 per cent; United Kingdom, 











May 
a 


6.8 | 
Ital; 


be, 
Belg 
Spa: 


asseé 
unit 
Ger 
that 
rept 


to | 
wer 
and 
lan¢ 
Bels 


Uni 
Brit 
slov 
mar 


to 

rat 
pe! 
bet 


liv: 
the 
tra 
lar 


Po 











May 14, 1932 





g.8 per cent; France 14.7 per cent; Germany, 6.5 per cent, and 
Italy, 26.3 per cent. 

The world’s half dozen leading importers in 1931 proved to 
be, as in order named: Sweden, Switzerland, Canada, Spain, 
Belgium, United Kingdom. In 1930 the order was: Canada, 
Spain, United Kingdom, Sweden, Switzerland, Belgium. 

The six automobile-producing countries leading in foreign 
assembly activities were: Belgium, with an estimated 30,700 
units assembled; Denmark, 26,013; Japan, 20,197; France, 14,900; 
Germany, 12,500, and Poland, 900 units. This is the first year 
that these figures, which are estimates but based on reliable 
reports, have been compiled. 

Leading markets of the United States during 1931 proved 
to be Sweden, Denmark and Japan. Leading French markets 
were Algeria and Tunisia, Belgium and Luxembourg, Morocco 
and Switzerland. Italy’s leading markets were France, Switzer- 
land, and Germany, while German automobiles sold best in 
Belgium, Switzerland and Denmark. 

British cars were preferred in the Irish Free State, the 
Union of South Africa and New Zealand; Canadian cars in 
British South Africa, India and British East Africa, while Czecho- 
slovakia found Poland, Soviet Russia and Yugoslavia its best 
markets. 


EXPERIMENTAL EXPRESS RATES 


Express rates on certain perishable commodities a third or 
more lower than railway freight rates on the same commod- 
ities and competitive with truck rates have been put in experi- 
mentally by the Railway Express Agency, intrastate in Oregon, 
between main line and Coos Bay branch line points on the 
Southern Pacific and Portland and Eugene. On highly perish- 
able commodities the express rates are about a third under 
the truck rates, as well. 

Local Competitive Tariff No. 1, containing the rates, became 
effective April 25. It bears on its title page the statement: 
“Issued to meet truck competition.” H. H. Smith, Portland 
superintendent, is credited with originating the idea, the ex- 
perimental operation of which is being watched closely. 

The commodities covered are those which the truck lines 
handle, as groceries, at the fourth class rate under an excep- 
tion to the Western Classification, and some other more perish- 
able food products. The list includes: Bread, butter and butter 
substitutes, cake, cheese, eggs (poultry eggs in shell, in standard 
cases, not including eggs for hatching), fish or fish roe, fruits, 
head cheese, lard and lard substitutes, meat, mushrooms, live 
and dressed poultry and pigeons, dead rabbits, sausage, shell 
fish, stearine, vegetables, yeast and ice cream. 

The lowest rates are on quantities of 300 pounds or more, 
the rates being divided into four groups as follows: One to 
100 pounds, 101 to 200 pounds, 201 to 300 pounds, and over 
300 pounds. In the 100-pound or less bracket, fruits and vege- 
tables take a lower rate than the other commodities from most 
stations, and between a few points fish get a better rate, but 
aside from this all the enumerated commodities take the same 
rate. Minimum charge on bread and cake is 27 cents, on yeast 
38 cents, and on all other commodities 43 cents. 

On a shipment of 100 pounds or less from Portland to Kla- 
math Falls, for example, the rate a 100 pounds is $1.60. If the 
shipment weighed anywhere between 101 and 200 pounds, in- 
Clusive, the charge would be $2.30. If it weighed between 201 
and 300 pounds, the charge would be $2.40. If it weighed more 
than 300 pounds the charge would be based on a rate of 80 
cents a 100 pounds, 

For comparison, the L. C. L. rail freight rate from Portland 
to Klamath Falls on cheese is $1.161% a 100 pounds. The truck 
rate on cheese, Portland to Klamath Falls, is $1.15. On less 
perishable grocery items the truck rate is 81 cents. Distance 
between the two points is about 400 miles. 

These experimental express rates include pickup and de- 
livery and regular passenger train express service. Just what 
the result will be in transfer of business from other modes of 
transportation and in stimulation of business as well will be 
watched with interest. E. M. Graham, general agent at Port- 
land, is giving the subject close study. 

Intermediate points take the rates applicable to and from 
Portland or Eugene, 


TRUCKERS VS. TRUCKERS 
" An initial victory for state-regulated common carriers was 
: ey in Minnesota this week when the Stearns county district 
court temporarily restrained four livestock truckers from haul- 
ing merchandise. 
Pa ine statutes permit hauling of livestock and other 
pe con tural products from the country to markets without re- 
- = on. Whether the practice of these truckers in picking 
P freight for their return trips puts them in the class of car- 
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riers which must have certificates from the state before operat- 


ing is the point to be decided by the courts. The case will 
come up for final argument in the Stearns county district court 
later in the present term. 

Thousands of livestock truckers in Minnesota are affected. 
They pay only ordinary license taxes, charge any rate they 
please, and operate generally on a “free lance” basis in compe- 
tition with the regulated carriers which pay special taxes and 
must charge state-fixed rates and comply with other regulations. 

It is charged, in the court action, brought jointly by com- 
mon carrier truckers and railroads, that this “free lance” truck- 
ing results in loss to the state of substantial tax revenues, 
thereby forcing higher taxes on its citizens; injustice to ship- 
pers on account of discrimination in rates; closing of many 
smaller railway stations; curtailment of essential railway serv- 
ice; increased cost of transportation of products that must be 
moved by rail, and brings disorder and havoc into the trans- 
portation business. 

Companies which brought the suit against the stock haulers 
are Raymond Brothers, William Hoefel and A. A. Abeln, operat- 
ing common carrier truck lines, and the Northern Pacific, Great 
Northern and Soo Line railways. 


TEXAS MOTOR TRANSPORT LITIGATION 


Suit for mandamus has been filed in the district court at 
Austin, Tex., by the Missouri Pacific Transportation Company 
and the Texas and Pacific Transportation Company, railroad 
subsidiaries, to compel the state railroad commission to cancel 
or not reinstate a permit to T. M. Winkle to operate motor 
trucks as a common carrier between Dallas, Henderson, and 
intermediate points and also for an injunction to restrain the 
Dallas-Henderson Motor Freight Lines from operating between 
those points. The latter company recently won a local suit 
on an appeal from the commission’s refusal to permit it to 
increase its round trips from three to six weekly between Dallas 
and Henderson. The latest suit, that of the transportation com- 
panies, which also operate motor trucks between Dallas and 
Henderson, opposes the approval of any of the proposed sched- 
ules of the Dallas-Henderson Motor Truck Freight Lines. 


PIPE LINE TRANSPORT TAX 


The pipe line transportation tax, eight per cent to be paid 
by the receiver of the transportation, when the revenue Dill 
passed the House, has been revised by the Senate finance com- 
mittee so as to reduce the tax to three per cent and to make 
the tax payable by the transportation agency, on or after the 
fifteenth of each month. 

The language imposing the tax has also been revised so 
as to make the tax apply upon all transportation of crude pe- 
troleum and liquid products thereof instead of merely on “oil,” 
by pipe line. 

In case no charge is made for such transportation then the 
tax is to be assessed at three per cent of the fair charge there- 
for. If (other than in the case of an arm’s length transaction) 
the payment for transportation is less than the fair charge 
therefore, then the tax is to be upon the fair charge therefor. 

For the purposes of the law the Commissioner of Internal 
Revenue is to compute the fair charge from actual bona fide 
rates or tariffs, or if there are no such rates or tariffs, then on 
the basis of the actual bona fide rates or tariffs of other pipe 
lines for like services, or, if no such rates or tariffs of other 
pipe lines exist, then on the basis of a reasonable charge, as 
determined by the commissioner. 


NEW RAILROAD SERVICE 


The St. Louis-San Francisco Railway has directed its agents 
and representatives throughout the United States to announce 
that it is prepared to make seat reservations for patrons de- 
siring to attend the Municipal Opera in St. Louis in the season 
from June 6 to August 22. The instructions contain a complete 
list of the productions to be given, the price of the tickets, and 
a request that the Frisco be notified as far in advance as pos- 
sible, in order that reservations may be consummated. All 
such requests, the instructions say, should be addressed to 
Harrison Will, division freight and passenger agent, St. Louis. 
The company is making arrangements to operate special ex- 
cursion trains over its lines into St. Louis during the Municipal 
Opera season at attractive rates. 


CONTROL OF RAILROADS 


Senator Couzens, chairman of the Senate interstate com- 
merce committee, has introduced S. 4600, a bill to amend sec- 
tion 5 of the interstate commerce act. The bill is identical 
with the corresponding part of H. R. 11677, the bill reported 
by the House committee on interstate and foreign commerce, 
to amend sections 5, 15a and 19a of the interstate commerce act. 
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FEDERAL AID FOR AIRCRAFT 


The Trafic World Washington Bureau 


Increased speed of transport service is the justification of- 
fered by the Senate commerce committee for urging favorable 
action on S. 4262, the bill to provide for the establishment and 
development of American air transport service overseas, and 
to encourage construction in the United States by American 
capital of American-built airships and other aircraft for use in 
foreign commerce. 

In the committee report, presented to the Senate by Sen- 
ator McNary, of Oregon, it was stated that the bill as intro- 
duced provided for the application of several features of exist- 
ing maritime laws only to airships (otherwise known technically 
as “lighter-than-air” aircraft), except that the liability features 
also applied to “other aircraft.” The committee said it had 
added amendments to extend all the provisions of S. 4262, where 
applicable, to include “other aircraft,” in order to provide for 
and encourage the future development of large flying boats 
(heavier-than-air aircraft) for transoceanic service. Further 
committee amendments were inserted to restrict and control 
the employment of aliens and also of personnel detailed from 
the army or navy. 

Federal aid would be extended through the medium of 
ocean mail contracts as is done with respect to the merchant 
marine under the Jones-White act. Maximum compensation 
allowed for carrying the mail would be $20 a mile. 

The bill makes applicable to foreign commerce by airship 
or other aircraft the provisions of the maritime law built up in 
the last 80 years, relating to vessel owner’s liability, bills of 
lading, general average and salvage, according to the report. 

The bill incorporates by reference the provisions of section 
15 of the shipping act, 1916, under which carriers file agree- 
ments with the Shipping Board for approval by the board. The 
Secretary of Commerce, however, and not the board, would 
pass on agreements of air carriers. 

“The airship as a new vehicle for the service of our foreign 
trade can give an increase in speed over our existing fast 
steamers comparable to that following the replacement of sail 
by steam in the last century,” said the report. 

The committee expressed confidence that flying boats 
(heavier-than-air) would be developed and used in foreign 
commerce. 

In part, the committee said: 


The declared purpose of the bill is to promote national defense 
and foreign trade by having suitable American aircraft serving such 
trade and available for use in time of war. The creation of com- 
mercial air-transport services overseas as a supplement to the Ameri- 
can merchant marine is a possibility that has only now become 
practicable by recent advances in applied science. The committee has 
received ample evidence that the time has now come to use the air 
as the medium for rapid transport of the urgent portion of our busi- 
ness representatives, samples, and mails to overseas markets. 

The speed of steamships has about reached its economical limit. 
To maintain a speed of more than 24 knots requires vessels of enor- 
mous size and cost. Freight and passengers can not be found to fill 
such superships except on the North Atlantic and, even there, inter- 
national rivalry supported by governments has only pushed the speed 
up to 28 knots. Naval architects propose the ultimate ship of 30 
knots speed to cost twice as much as a 24-knot vessel, saving one 
day in the Atlantic crossings. Such ships flying our flag will cost 
approximately $30,000,000 each, of which amount three-fourths is 
required, under existing law, to be loaned by our government at low 
rates of interest. 

In the Pacific there is slight possibility of supporting, from com- 
mercial revenues, steamships of much greater speed than are now 
available. And yet in the Pacific our national and commercial inter- 
ests may have the greater need for increased speed of transportation. 
To increase the speed of water transportation materially is usually 
prohibitive in cost because the portion of the passengers, mails, and 
goods that really require high speed is too small to fill at increased 
charges the great vessels needed to provide such speed. 

The other side of the picture reveals the air over the sea as an 
available medium for the very high-speed transport by aircraft of this 
relatively small portion of the traffic now moving that is able to pay 
for time saved. Instead of a possible speed increase of 10 or 15 per 
cent offered by steamships at a very great cost, aircraft offer the pos- 
sibility of a speed increase of several hundred per cent over existing 
means and at moderate cost. In other words, the economical speed for 
aircraft operations is high compared with that for vessel operations. 


Character of Traffic 


The volume of traffic now moving across the Pacific and Atlantic 
is enormous. For example, over 1,000,000 persons crossed the North 
Atlantic by steamship in 1930. Of these, 100,000 persons each way 
went first class and half of them booked passage at extra fares on 
the 10 fastest ships. An airship service to Europe giving a sailing 
twice a week would carry the small fraction of this traffic for whom 
time saving was really worth while. 

Across the Pacific the present passenger traffic is very much less 


than on the North Atlantic. Even in 1929, but 100,000 persons cross 
the Pacific. It is obvious that passengers do not travel when ship; 
are slow and distances great. While the traffic available for a traps. 
Atlantic airship service is more than ample, the need for a Speedie 
service across the Pacific is even more evident. 

The weight of all mail despatched from New York to Europ 
reaches annually nearly 40,000,000 pounds, of which about 3,850,0ij 
pounds is first class. The weekly shipment of first class mail by aj 
steamers exceeds 69,000 pounds. With two airships sailing weekly, 
a large portion of this first class mail could be expedited, but with 
a surcharge to the public in the form of an extra stamp the volume 
actually designated to be sent by air can be controlled by the post 
office. The post office can in this way adjust the relation between 
the compensation paid to the carrier and the surcharge paid to the 
post office. 

Across the Pacific, like the passenger movement, the mail move. 
ment is less than across the Atlantic, the first class portion of such 
mails being about 28 per cent of Atlantic first class mail. This 
quantity is within the capacity of airships to handle. 

There is now no international express business, but it is to be 
expected that a rapid air-transport service will develop such a busi- 
ness analogous to our domestic railway and air express. News-ree| 
films, machinery parts, style goods, plans, specifications, drugs and 
cultures, manuscripts, and samples may be counted on for such ship- 
ments. Also there will always be a great variety of miscellaneous 
merchandise which through special attendant circumstances must be 
shipped by the fastest means available regardless of cost. Such ship- 
ments may represent the specifications for new construction, a de- 
layed order, machinery repair parts, technical apparatus, and the like, 

There appears to be in our foreign trade a large potential volume 
of passengers, mail, and express that can benefit by time saving. 
These three classes of business should share in an equitable manner 
the expense of operating the air service. 


AIR CARRIERS AND LABOR 


Testimony in favor of enactment of the bill (H. R. 11867) 
to amend the railway labor act so as, generally speaking, to 
bring air carriers and their employes under the terms of the 
act, was heard by the House committee on interstate and for- 
eign commerce May 12. After Representative LaGuardia, of 
New York, who introduced the bill, was heard, Frank E. Orms- 
bee, of the Air Line Pilots’ Association, spoke in support of 
the bill. The railroad brotherhoods are in favor of enactment 
of the measure. 

In a telegram to the committee Charles L. Lawrance, presi- 
dent of the Aeronautical Chamber of Commerce of America, 
Inc., said that from what he knew of the proposal he did not 
think that the proposed legislation was necessary because har- 
monious relations existed between the responsible air transport 
operators and their employes, and that injection of a government 
bureau into such small disputes as might arise would tend to 
complicate the situation and make it more difficult for em- 
ployer and employe to deal informally with each other on the 
simplest and friendliest basis. He asked that opportunity be 
afforded to representatives of the chamber to be heard on the 
bill. 

Mr. Ormsbee said that the air pilots wanted the legislation 
sought because they wanted the right of collective representa 
tion and wanted a voice as to conditions under which they 
worked. 

Representative Huddleston, of Alabama, said there was 
nothing compulsory under the railway labor act, and believed 
the air pilots were laboring under a misapprehension if they 
thought inclusion of pilots under the act would accord them 
rights that they did not now enjoy. 

Chairman Rayburn indicated by interrogation a point of 
view that it would be in the interest of the air pilots to feel 
their way slowly in the matter of labor legislation. 

The bill would extend the provisions of the railway labor 
act to common carriers by air in interstate or foreign commerce 
and contract mail carriers. On account of the latter, Repre 
sentative Hoch, pointing out that existing legislation covered 
only common carriers, raised question as to whether it was 
not being proposed that a new field be entered by providing 
for application of the terms of the act to contract mail carrieT’. 


AIR COMMERCE REGULATIONS 


An amendment to the air commerce regulations specifying 
that where a copilot is required in scheduled interstate all 
passenger services by Department of Commerce regulations, 
such a copilot shall hold a transport pilot license, and also 
setting forth a method whereby pilots and copilots of scheduled 
air line operations may log flight time, has been announce 
today by Clarence M. Young, Assistant Secretary of Commerce 
for Aeronautics. 


Existing regulations require a copilot when the aircraft 
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capacity is 15 passengers or more; when the gross weight of 
the aircraft is 15,000 pounds or more and when the pilot flies 
5 or more hours in any one day in aircraft having a seating 
capacity of 8 passengers or more. The amendment specifies 
that such a copilot shall hold a transport license. 

With respect to the method of logging flight time, the 
amendment enables the pilot in command to receive credit for 
the total actual flight time even though he may have operated 
the controls only a small portion of a trip. 


AIRCRAFT INDUSTRY 


Airplanes manufactured in the United States the first three 
months of 1932 totaled 376, according to Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics. These craft 
included 134 manufactured for domestic civil use, 219 for 
military deliveries and 23 for export to foreign countries. 





DELAWARE AND HUDSON ANNUAL MEETING 


Increased rail rates will not solve the problems confront- 
ing the rail carriers, since prices, including rates, wages and 
other factors, are generally too high, Leonor F. Loree, president 
of the Delaware and Hudson Company, told the company’s 
stockholders at the annual meeting in New York May 10. 

Commenting on the present business situation, Mr. Loree 
said that he did not see at this time any signs of a revival 
in business, and that the total coal business at present was 
about half of the 1929 volume. He pointed out that one of the 
causes of reduced coal output was the fact that coal from 
Wales could be laid down in Montreal cheaper than coal from 
Pennsylvania. 

“We are going through the most serious depression this 
country has ever witnessed,” he continued. “About 78 per cent 
of class I railroads failed to earn their fixed charges in Jan- 
uary and February. To my mind, in trying to get matters into 
adjustment, the first thing to consider is the enormous reduc- 
tion in business, which is now about 46 per cent less than 1929. 

“The enormous burden of taxation is another point to con- 
sider. From 1900 to 1930 the road and equipment values of 
railroads increased 148 per cent, while taxation increased 806 
per cent. The third thing we suffer from is wages paid. From 
1900 to 1930 the number of employes increased 66 per cent. 
The wages paid increased 408 per cent. I think it will take 
time to adjust these matters.” 

Disposition of the Champlain Transportation Co., operating 
three passenger and freight vessels and one steam lighter on 
Lake Champlain, and the Lake George Steamboat Company, 
operating three passenger and freight steamboats on Lake 
George, is contemplated, Mr. Loree said. In the past five years, 
he said, the company has lost about $5,000,000 on the operation 
of the two lines. The two lines have heen operated by the 
company under authority granted by the Commission in 1916. 


SOUTHWESTERN ARGUMENT 


The Commission has assigned No. 13535, consolidated 
southwestern cases, for argument in Washington on June 23, 
on the following questions: 

Whether salt cake, in carloads, may properly and shall be ex- 
cepted from the findings of undue prejudice and preference hereto- 
fore made in said proceedings and from the requirements of the 
orders heretofore made and entered pursurant to such findings. 

Whether fruit-jar tops, in carloads, may properly and shall be 
excepted from the findings of undue prejudice and preference hereto- 
fore made in said proceedings and from the requirements of the orders 
heretofore made and entered pursuant to such findings. 

Whether, and to what extent, finding numbered 27 in the report 

of the Commission made and filed in said proceedings on April 5, 
1927, may properly and shall be vacated and set aside. 
This notice also embraces No. 13800, J. A. Waldrep et al. 
vs. A. T. & S. F. et al.; No. 14880, Dallas Chamber of Commerce 
et al. vs. A. & R. et al.; No. 14416, Little Rock Board of Com- 
merce vs. A. & S. et al.; No. 15463, St. Louis Chamber of Com- 
merce et al. vs. A. & R. et al.; I. and S. Nos. 2097 and 2271, 
Rates to Southwestern Destinations, 95 I. C. C. 188, on reargu- 
ment; and fourth section applications or portions of applica- 
tions Nos. 462, 565, 634, 700, 701, 999, 1005, 4486, 4487, 4491, 
4648, 12449, 12446, 12524, 12548, and 12555. 


HAY MEN OPPOSE INCREASES 


Hay interests of St. Louis, represented by E. P. Costello 
and A. T. Sindel as traffic managers, in I. and S. No. 3046, hay, 
straw, excelsior and other commodities between official terri- 
tory and southern points, have notified the Commission of their 
Opposition to the proposal of the carriers to increase the rates 
on hay from ninth to eighth class. They declare that such an 
oe would shut hay in which they are interested out of 
aia Southeastern and Carolina markets. The proposal of the 
—s Is also to increase the rates within southern territory 
- ter Mong to eighth class. The St. Louis interests point out 
th ay does not originate in that city and that the rates from 

at point to destinations in southern territory are in the nature 
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of proportionals intended to move traffic that has already had 
transportation. 


EXCESS INCOME REPORTS 


In Finance No. 3767, excess income of Indiana Northern 
Railway Co., opinion F-4753, 180 I. C. C. 363-82, the Commission, 
by division 1, has found that the Indiana Northern Railway Co. 
did not receive excess net railway operating income for the 
calendar years 1921, 1922 and 1923. It further found that the 
carrier for the last ten months of 1920, and for 1924, and 1925, 
had recapturable excess net railway operating income of $15,- 
733.85, based on valuations ranging from $71,000, in the last ten 
months of 1920, to $81,000 in 1925. The carrier is ordered to 
pay the money to the Commission within 90 days from the date 
of the service of the order. 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9208, authorizing the Macon, Dublin 
& Savannah Railroad Co. to procure the authentication and delivery 
of not exceeding $178,000 of first mortgage 40-year 5 per cent gold 
bonds ° reimbursement for capital expenditures heretofore made, 
approved. 


NEW ENGLAND STORE-DOOR DELIVERY 


Extension of the pick-up-and-store-door delivery service on 
less than carload freight, established by the Boston and Maine 
and the Maine Central railroads recently, to include some of 
the larger communities on the other northern New England 
railroads was decided upon at a meeting May 11. 

The Bangor and Aroostook, Boston and Maine, Central Ver- 
mont, Maine Central, Montpelier and Wells River, Rutland and 
St. Johnsbury and Lake Champlain railroads were represented 
at the meeting. All but the Bangor and Aroostook decided to 
extend the pick-up-and-delivery service to their lines on or about 
July 1. The Bangor and Aroostook representative stated that 
he was in favor of the move, and that this road would probably 
join in time to participate at the start. 

The action at yesterday’s meeting places the northern New 
England railroads first among all those east of the Mississippi 
River in offering shippers and receivers of less-than-carload 
freight store-door pick-up-and-delivery. It will add important 
business centers in Vermont, Maine and New Hampshire to the 
list of 107 communities in those states and in Massachusetts at 
which, commencing May 16, the Boston and Maine will start this 
new form of railroad service. It will also add considerably to 
the 12 places in which the Maine Central is already operating 
such service, 


LIQUID FUEL STATISTICS 


Senator Reed, of Pennsylvania, has introduced a bill, S. 
4616, making it the duty of every consignor within the United 
States of liquid fuels to report on or before the fifteenth of 
each month, to the officer in charge of the Bureau of Mines of 
the Department of Commerce, all consignments made by such 
consignor, by any means whatsoever, of liquid fuels across state 
lines, including the District of Columbia. The report is to show 
the name and address of the consignor; the m *is of trans- 
portation; the name and address of each and eve., consignee, 
including the consignor if consigned to himself; the destina- 
tion of each consignment, the quantity and quality of every 
consignment. 

The statistics so gathered are to be made available to the 
taxing authorities of the several states, thereby giving them a 
check on shipments of fuel for internal combustion engines, 
chiefly gasoline, taxes on which, according to reports from 
taxing officers and units in the oil refining industry, are being 
evaded by bootleggers, especially in the states where the gaso- 
line tax is three cents a gallon or higher. 

Liquid fuels are defined so as to include alcohols commer- 
cially usable in internal combustion engines but to exclude 
fuel and gas oils except when such fuel or gas oils are used 
in internal combustion engines for the generation of power to 
propel vehicles of any kind or character which use the public 
highways. The bill also excludes from the necessity of report 
petroleum naphthas, within a designated distillation range, sold 
for any purpose other than use in internal combustion engines 
for the generation of power and which are not commercially 
usable in internal combustion engines. 


IRON ORE EMERGENCY CHARGE 


The Commission has authorized the railroads serving the 
lower lake ports in the carriage of upper lake region iron ore 
to amend their tariffs, on five days’ notice, planned to be effec- 
tive May 19, so as to show that on ore which has paid the six 
cents a net ton emergency charge allowed under the Fifteen 
Per Cent Case, 1931 to the originating carrier, they will not 
collect that charge. The ore is to be handled on the certificate 
plan used in connection with tidewater coal into New England. 
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Questions and Answers 


NM this column will be answered questions of both legal and practical 
mature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to an — question relating to the law of interstate 
transportation of freight. tra man of long experience and wide knowl- 
edge will answer questions rela to practical traffic problems. We do not 
desire to take the place of the man but to help him in his 
The right is reserved to refuse to answer in this column any question, 
gal or traffic, that it may appess to us unwise to answer or that involves a 
situation too complex for the kind of a contemplated. If a 
more com ve answer to a question is than is thought for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Deqestnamt. 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Rates—Legally Published Tariff Rate Must Be Charged on 
Misrouted Shipment 

Missouri.—Question: A car of merchandise was billed by 
consignor at point A to himself at point B via a two-line route. 
The originating carrier made an error, and waybilled the car 
to point C, a station some four hundred miles beyond B. When 
the car arrived at C the consignor was notified through the 
originating carrier, that shipment was on hand at C unclaimed. 

The shipper requested that car be back-hauled to B, the 
correct destination. The originating carrier countered with an 
offer to back-haul the car to D (a much shorter back-haul than 
to B); protecting the through rate in effect from A to D via 
direct route. The carrier also promised that if shipper would 
agree to this arrangement, he would be allowed the difference 
between the lowest rate from A to D and the rate from X to D. 
X is a shipping point which usually supplies the sales outlet 
at D, and can do so at a lower rate than A. The originating 
carrier makes this offer in order to cut down the cost of the 
long back-haul on a foreign line which would be necessary if 
the car were to move all the way back to original destination. 

Could the shipper enforce the carrier’s agreement to back- 
haul the car to D, protecting the lowest through rate from A 
to D? In addition, could the shipper enforce the carrier’s agree- 
ment to make allowance for the difference between the rate 
from A to D and the rate from X to D? 

Answer: We can locate no decision of the Commission or 
the courts in which the question you raise has been specifically 
at issue, but, in our opinion, the principle of the Commission’s de- 
cision in Chevrolet Motor Co. vs. C. R. I. & P. Ry. Co., 132 
I. C. C. 337, is applicable. 

In our opinion, the shipper must pay the legally published 
rate to either B or D, depending upon which point is to be 
the final destination of the shipment, it being unlawful for 
the carrier to charge less than the legally published rate from 
point of origin to final destination. 


Tariff Interpretation—Application of Minimum Charge Rule of 
Emergency Charge Tariff 

Michigan.—Question: Would your answer to New Jersey 
on Page 428, February 20th issue of the Traffic World be changed 
on account of the new wording of Item 45 (f) corrected issue 
of Emergency Charge Tariff, which was effective April 4th? 

Answer: In our opinion, the applicable charge, under the 
provisions of Rule 45 (f) of the Tariff of Emergency Charges, 
effective April 4, 1932, on a shipment weighing 90 pounds, tak- 
ing a first class rate of 60c per hundred pounds and subject 
to a minimum charge of 100 pounds at first class but not less 
than 50 cents, is 62 cents. , 

Item 45 (f) of this tariff provides that where less-than- 
carload shipments are subject to a minimum transportation 
charge, the emergency charge will be at the rate of 2 cents 
per hundred pounds, based on the weight of the shipment, but 
not less than the rate used in determining the transportation 
charges, and in no case shall the emergency charge be less 
than 2 cents per shipment. 

The weight of the shipment used in determining the trans- 
portation charges is, under the minimum charge rule, 100 pounds, 
which would make the emergency charge 2 cents. Likewise, 
the charge would be 2 cents under the provision of Rule 45 
(f) that in no case shall the emergency charge be less than 
2 cents per shipment. 

Item 45 (f), of the tariff effective April 4, 1932, does not 
contain a provision that the emergency charge shall not be 
added to the minimum charge, as in Item 45 (f) of the previous 
tariff, and therefore, in our opinion, the charge of 2 cents is 
to be added to the minimum charge of 60 cents, making the 
total charge 62 cents for the shipment. 

Liability of Rail and Water Carriers 


Massachusetts.—Question: Kindly advise as to the liability 










of carriers where shipments move water and rail, also th 
difference in liability between shipments insured by carrien 

Answer: Paragraph 11 of Section 20 and paragraph 4 
the Interstate Commerce Act define the liabilities of the » 
spective carriers where shipments move via a rail and wate 
route. In Section 20 it is provided that if the loss, damage » 
injury occurs while the property is in the custody of a carrig 
by water, the liability of such carrier shall be determined jy 
and under the laws and regulations applicable to transportatio, 
by water, and the liability of the initial carrier shall be th 
same as that of such carrier by water. 

Subject to certain limitations, a carrier is in a sense a 
insurer of the safe transportation of goods delivered to it fo 
transportation and is liable in damage for the full value thereg 
except where, in accordance with the provisions of Section 20 of 
the Interstate Commerce Act, in consideration of a reduced rat 
the liability of the carrier is limited to the value declared ji 
writing by the shipper or agreed upon in writing as the re 
leased value of the property. The limitations to the carrier 
liability are those which exempt the carrier from liability wher 
the loss or damage is the result of an act of God, the public 
enemy, the act of the shipper or the inherent nature of the 
shipment and the other provisions set forth in the terms ani 
conditions of the Uniform Bill of Lading. 

The provisions of Rule 1 of the Consolidated Classification 
govern where the consignor elects not to accept the terms ani 
conditions of the Uniform Bill of Lading. 


Liability of Carrier for Delivery of Goods to Order-Notify Party 
Where Such Party Forges the Name of the Shipper to Bill 
of Lading Sent by Mistake to Order-Notify Party 


Texas.—Question: Will you please let us have the benefit 
of your opinion on the following point: 

An order-notify shipment was made to a point in Alabama. 
The bill of lading was in error mailed to the consignee instead 
of being endorsed and attached to the draft. Consignee en- 
dorsed the bill of lading in our name without authority and 
railroad company delivered the shipment. On discovery of the 
error we made demand on consignee for return of the bill of 
lading. He not being able to produce the same, demand was 
made for payment in full of invoice. Partial payment was 
made. Can the railroad company be held for the balance on 
account of delivery of order-notify shipment on forged endorse. 
ment? If partial payment had not been made, could the rail- 
road company be held for delivery of shipment on a forged 
endorsement? - 

Answer: We do not locate a decision of the court passing 
upon the question of whether or not a carrier is liable for the 
delivery of an order-notify shipment on a forged endorsement 
where the unendorsed bill of lading has been forwarded in 
error by the shipper to the notify party. However, section § 
of the bill of lading act provides that “a carrier is justified * ** 
in delivering goods to one who is * * * 

“Tc) A person in possession of an order bill of lading for 
the goods, by the terms of which goods are deliverable to 
his order, or which has been endorsed to him, or in blank by 
the consignee, or by the mediate or intermediate endorsee of 
the consignee.” 

“ Section 10 thereof provides that the carrier is liable for 
mis-delivery if “prior to delivery he * * * 

“‘(a) Had been requested by or on behalf of a person having 
the right of property or possession in the goods, not to make 
such delivery; or 

“(b) Had information at the time of the delivery that it 
was to a person not lawfully entitled to the possession of the 
goods.” 

Under the above provisions of the bills of lading act and 
owing to the fact that the shipper, by his action in forwarding 
an unindorsed bill of lading to the notify party has clothed 
that party with the apparent right to demand the goods, it 
would seem to us that he carrier should not be liable to the 
shipper for the value of the goods. 


Payment of Charges in United States Currency—Prepayment of 
Charges to Canada 


Virginia—Question: On shipments moving to Canada, 0 
which emergency charges are applicable, is it true that the 
carriers have to make collection of such charges at point of 
origin instead of allowing collection to be made at the Canadian 
destination? 

Answer: We are not aware of the actual practice of the 
carriers at the present time, but in Payment of Charges 12 
United States Currency, 59 I. C. C. 263, the Commission said: 


Protestants object to the proposed rules, not on the ground that 
the carriers are not entitled to demand prepayment of their charges 
for such portion of the transportation as takes place in the United 
States, or that the rules are unduly prejudicial to them and unduly 
preferential to others, but on the ground that they would result in 
the carriers receiving an overpayment for that part of the trans- 
portation which takes place in Canada to the extent of the difference 
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in the exchange values of United States and Canadian money. Our 
surisdiction over transportation to or from a foreign country is lim- 
ited to that part of the transportation which takes place within the 
United States. Interstate Commerce Act, section 1, paragraph (2); 
national Paper Co. vs. D. & H. Co., 33-I. C. C. 270. We can not, 


meretere, undertake to pass upon the proposed rules in so far as 
they affect charges for transportation beyond the borders of the 


United States, but will leave their validity and propriety to be de- 
termined under the laws in force where the transportaiton takes 


place e find that the proposed rules have been justified in so far 
as they affect the charges for interstate transportation wholly within 
the United States, and the charges or divisions accruing for that 
part of the transportation between the United States and a foreign 
country which takes place within the United States. 


Classification—Parts or Pieces of Complete Article 


Utah.—Question: Will you please advise if the Interstate 
Commerce Commission has ruled that parts for an article should 
be rated higher than the article itself. For instance, harvesters, 
knocked down, L. C. L., are rated at third-class per Item 1, 
page 64, Consolidated Freight Classification No. 6, while har- 
vester parts are rated second class under agricultural imple- 
ments parts, iron or steel, N. O. I. B. N., per Item 10, page 72, 
Consolidated Freight Classification No. 6. This doesn’t seem 
reasonable. 

Answer: In Classification of Address Plates, 33 I. C. C. 281, 
the carriers sought to provide a rating on addressograph parts 
as high as those applicable to the complete addressograph. The 
Commission said, in part: 


The carriers assert that essential parts of any machine ordinarily 
move at the rate that applies on the machine itself, and that a well 
established rule was followed in making the rating first class (the 
same as on the complete machine). But the rating proposed may not 
be justified on this ground. Parts or certain parts of macihnes are 
sometimes entitled to a rating lower than accorded the machine itself, 
and the carriers themselves, have, in numerous instances, recognized 
this fact in their classifications. 


In the Consolidated Classification Case, 54 I. C. C. 1, the 
Commission authorized the same carload rating on cash register 
parts as on cash registers. In State Highway Department of 
Texas vs. Director-General, 73 I. C. C. 629, a shipment con- 
sisted of motor trucks and motor truck parts. The trucks were 
subject to third class and the parts were charged for at first 
class. The shipper contended the parts should not be charged 
higher than the complete article. The evidence showed that 
from the standpoint of transportation characteristics these parts 
were not entitled to rates as low as those applicable to the 
complete article. See, also, Union Metal Mfg. Co. vs. Aberdeen 
& R. R. Co., 169 I. C. C. 645 (647), and Thornhill Wagon Co. 
va, C. & O. Ry. Co., 161 LC. C. 96. 

The foregoing shows there igs no rule that parts should 
take ratings which are lower than, as low as, or higher than, 
those applicable to the complete article, but that the parts are 
to be treated on their own merits from the standpoint of the 
usual elements of classification, such as bulk, weight, density, 
value, breakage, ete. 


Limitation of Actions—Claim Based on Rule 56-C of Tariff 
Circular 20 

Ohio.—Question: Will you please advise if claims filed 
under authority of Rule 56 of Tariff Circular No. 20, for refund 
to the basis of a combination of intermediate rates lower than 
the through rate, come under the two-year period or the three- 
year period of the statute of limitations? 

Answer: In our opinion, a claim for reparation based upon 
a provision of a tariff which is published in conformity with 
the terms of rule 56-C of Tariff Circular No. 20 is not an 
overcharge claim and, therefore, subject to the three-year limi- 
tation period, but is one for reparation and therefore subject to 
the two-year limitation period prescribed in paragraph 3 of 
Section 16 of the Interstate Commerce Act. 

It will be observed that Rule 56C does not authorize the 
Carriers to refund to the shipper the difference between the 
through rate charged and the aggregation of the intermediates, 
which the carrier might do were this difference an overcharge, 
but provides that the carriers agree to apply to the Commission 
for authority to award reparation on the basis of the aggregate 
of intermediates in effect on date of shipment. 
™ Presumably, as in the case of the publication of rule 77 of 
-ariff Circular 20 in a tariff, the Commission might, as it did 
in Woodward Auto Co. vs. C. M. & St. P. Ry. Co., 129 I. C. C. 
613, deny the application should it find the rate assessed and 
applicable to be not unreasonable or unduly prejudicial. 

These considerations, in our opinion, conclusively show that 
— filed with the Commission under authority of a rule 
ot tariff provision is not one for overcharge, but one for 
i Paration and therefore governed by the two-year period of 

Mitations prescribed in paragraph 3 of section 16 of the act. 


a Tariff Interpretation—Transit 
lIlinois—Question: Please refer to Item 290, C. & N. W. 
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GFD 16399-K, I. C. C. 10120, effective June 27, 1931, exception 
reading: 
If the rate from point of origin to final destination is lower than 


rate from point of origin to point of fabrication or from point of 
fabrication to final destination the highest rate will be applied. 


The rate on the fabricated article from transit point to 
destination is the highest rate. The point in question is what 
rate is to be used, the rate from transit point in effect date 
shipment left point of origin as sheet steel, or the rate from 
transit point in effect the date the fabricated article was for- 
warded from transit point. 

This question is not covered in the Traffic World, April 
6th, 1929, page 840. 

Answer: In re Through Routes and Through Rates, 12 
I. C. C. 163, In re Milling in Transit Rates, 17 I. C. C. 13, and 
other cases, the Commission has held that a transit service is 
based on the theory that the transportation contract has not 
been completed and that the entire shipment from point of origin 
through the transit point to the destination is the same in 
principle as if the shipment had moved through without transit. 

In our opinion, the so-called three-way or minimum rate 
rule of the transit tariff is subject to the ruling of the Com- 
mission in the cases above cited, and, therefore, the through 
rate to be applied on a shipment subject to the provisions of 
the tariff to which you refer is the rate in effect at the time 
the shipment left original point of shipment. Therefore, the 
applicable rate is the rate from point of origin to final des- 
tination, the rate from point of origin to point of fabrication, 
or the rate from point of fabrication to final destination, in 
effect the date the shipment left point of origin. 


Motor Truck Transportation—Liability for Injury 


New York.—Question: Refer to the Traffic World, October 
24, 1931, issue, page 898, “Motor Truck Transportation—Liability 
for Injury.” 

Do you know of any cases relative to liability for injury 
by motor truck recently decided by state or federal courts? 

Suppose the motor freight line is insured for $20,000; a suit 
is brought against the motor freight line for $150,000; judgment 
is issued for $50,000; the motor freight line is only insured for 
$20,000, therefore it will have to pay $30,000 out of its own 
pocket. 


If the motor freight line cannot pay the $30,000 can suit 
be brought against one whose title of the goods is vested in 
freight shipments that were on the motor truck? 

Answer: We are not aware of decisions of the courts, either 
state or federal, involving the specific question you raise. 


In our opinion, the liability of the owner of goods being 
transported by the motor truckman is dependent upon the rela- 
tionship which exists between the shipper and the truckman. 
If this relationship is that of employer and independent con- 
tractor there is no liability on the part of the owner of the 
goods, as there would be if the relationship is that of principle 
and agent or master and servant. 


For the acts of an independent contractor the employer is, 
in general, not liable; for the acts of an agent or servant, within 
the scope of his employment, the employer is in general liable. 
In so far as the employer retains the right of general control 
and management of the work, he makes the employe his agent 
or servant; but in so far as the employer leaves the choice of 
means and methods to the employe he makes him an inde- 
pendent contractor. 


In the work to be done the independent contractor is free 
from the control and direction of the employer and, as a rule, 
his acts are his own, his contracts are his own and for them 
he, and not the employer, is responsible. 


Tariff Interpretation—Application of Tariff of Emergency Charges 
—Weight on Which Charge Assessed for Carload Shipment 


New Jersey.—Question: Kindly advise whether the carriers 
are permitted to assess the emergency charge on minimum car- 
load weights in cases where the actual weight shipped does not 
equal the minimum carload weight as set forth in the classi- 
fication. 

It is my understanding that the emergency charge should 
be assessed only on the actual weight of the shipment, whether 
the shipment be carload or less than carload. 

Answer.—Item 5 of the tariff of emergency charges states 
that the line-haul transportation charges should be first ascer- 
tained and then to such charge the emergency charge provided 
in this tariff, based on the weight on which the transportation 
charges are assessed, should be added, except as provided in 
item 45 (f), and Item 50 (c) and (d). 

Under the above provision of the tariff of emergency charges 
the emergency charge is to be based on the minimum carload 
weight, where the weight of a shipment does not equal the 
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minimum carload weight which applies in connection with the 
article shipped. 


Tariff: Interpretation—Application of Mixed Carload Rate Pro- 
vided Where Commodities in Mixture Are Subject to Rates 
Which Apply Via Different Routes 


Illinois —Question: We would appreciate it if you would 
give us your opinion on the following question: 

Western Trunk Line Tariff 11-S publishes rates on tile 
which are governed by W. T. L. Tariff 207 and provides for a 
mixture of plaster with tile at the commodity rate applicable 
to each commodity provided. The minimum weight of 60,000 
pounds on the tile is observed. 

The commodity rate on plaster is published in W. T. L. 
Tariff 29-K, but the routing to Pipestone, Minnesota, via one of 
the western carriers, does not correspond with the route pub- 
lished in Western Trunk Line Tariff 11-S, the route in W. T. L. 
29-K being via Lyle, Minnesota, while the route in W. T. L. 
11-S on tile is via Sheldon, Iowa, a two line haul on shipments 
originating at Fort Dodge, Iowa. 

We are wondering if the routes in W. T. L. Tariff 11-S 
govern or whether this mixture could be made at the commodity 
rates applicable on each commodity or if the highest rate applies 
on the entire shipment, which, of course, is the plaster rate. 
Answer: In our opinion, the mixed carload provision pub- 
lished in W. T. L. Tariff No. 11-S may not be applied on a 
mixture of tile and plaster from and to the points named in 
your letter, by reason of the difference in the routes over which 
the rates on tile and plaster apply. 


Our opinion is based upon the following statement of the 
Commission in its decision in Lammert Furniture Company vs. 
Southern Ry. Co., 126 I. C. C. 197: 


Complainant contends that the restriction in Agent Jones’ I. C. C. 
1592 is effective only in connection with the rates actually contained 
in that tariff, and does not affect the application of Louisville rates 
from Jasper where the tariff is used merely as a basing book in 
which a list of points of origin or destination may be found. 

When a tariff refers to another tariff for rules or application, 
the tariff referred to in effect becomes a part of the tariff making 
such reference, and any restrictions, which are a part of the tariff 
referred to, are thereby included in the tariff making the reference, 
unless the latter tariff clearly and specifically provides otherwise. 
Agent Jones’ tariff I. C. C. No, 1592 provides that Jasper takes Louis- 
ville rates only with respect to shipment destined to Cairo, Gale 
and Thebes, Ill., and points taking same rates. Its application is 
not broadened by the reference thereto in the exceptions to the 
classification. 


Limitation of Actions—Revival by New Statute 


Pennsylvania.—Question: In 1925 we entered a formal com- 
plaint and sought reparation on shipments made two years prior 
to the date of our complaint. At the time of the hearing we 
entered our complaint on the basis of straight overcharge. We 
were given favorable decision by the Commission and in their 
decision they used the following words: “that to the extent 
the shipments were overcharged; and that these overcharges 
should be promptly refunded.” On another page in their de- 
cision they list this company together with thirty-three other 
companies and show the date from which reparation can be 
collected. 

Three years being the period overcharges may be collected, 
being dated from the date of payment of charges, and two years 
prior to the date of formal complaint for reparation, would not 
three years for straight overcharges from date of complaint 
govern in our case instead of two years for reparation? 


Answer: Prior to June 7, 1924, paragraph 3, of Section 16 
of the Interstate Commerce Act, provided that all complaints 
for the recovery of damages should be filed with the Commis- 
sion within two years from the time the cause of action accrues, 
and not after, unless the carrier after the expiration of such 
two years or within ninety days before such expiration begins 
an. action for recovery of charges in respect of the same service, 
in which case such period of two years should be extended to 
include ninety days from the time such action by the carrier 
was begun. 


Effective June 7, 1924, paragraph 3, of Section 16 of the 
Act, was amended to provide that for recovery of overcharges 
action at law shall be begun or complaint filed with the Com- 
mission against carriers subject to the act within three years 
from the time the cause of action accrues and not after, subject 
to certain exceptions not pertinent to the question involved in 
the present instance. 

While at the time your formal complaint was filed the 
period of limitation governing the filing of a complaint for the 
recovery of an overcharge was three years, the Commission has 
held that as to claims for overcharges which were barred by 
statute prior to the enactment of the amendment of June 7, 1924, 
extending the period of limitation from two years to three years, 
it could not award reparation. See Sturges Co. vs. A. & V. Ry. 
Co., 107 I. C. C. 186, the decision in which is based on the de- 
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cision of the Supreme Court of the United States in Danzer ¢ 
Co. vs. G. & S. I. R. R. Co., 268 U. S. 633, 45 S. Ct. 612. 

Therefore, as to shipments which were barred by the typ. 
year statute of limitation in effect at the time the shipmen 
were delivered, such claims could not be included in the Con. 
mission’s reparation award in the formal complaint filed by yo, 
in 1925. 


HEAVY LOADING OF CARS 


Editor The Traffic World: 


W. H. Chandler has undoubtedly had the practical experi. 
ence of trying to apply some of the theories devised by statis. 
ticians. Some of these things look very nice on paper, but 
they do not work out practically. 

The railroads are better served when a concern in New Yor 
obtains an order for the movement of 36,000 pounds of , 
commodity to Buffalo, and the car actually moves over the 
rail lines, than if they tried to get 46,000 pounds and lost the 
order to a concern in Chicago, who would put it there by boat, 

The writer moved oil over a boat-rail route. The loading 
of the car at the rail head was done by the railroad. This 
company also moved oil from an inland point where the loading 
of the car was done by the shipper. Where the loading was 
done by the railroad, every car arrived here with one tier which 
was loaded on the floor. Often we had two cars with one tier 
each arrive at the same time. All cars loaded by the shipper 
came forward double tiered. 

Our interests from a demurrage standpoint would have been 
better served if the railroad had double tiered them. They 
properly refused to do it because it cost too much. From an 
economical standpoint they were probably right. From the 
theories of the statisticians they were probably wrong. The 
increase in carload weight should be applied with good judg. 
ment as a result of education. 

W. F. Price, Traffic Manager, 
The J. B. Williams Company. 
Glastonbury, Conn., May 11, 1932. 


THEFTS FROM INTERSTATE SHIPMENTS 


“As a result of complaints made to the Chicago agency of 
the Bureau of Investigation, Department of Justice, by the officers 
of the Chicago, Milwaukee, St. Paul and Pacific Railroad and the 
Chicago and North Western Railroad, to the effect that cars had 
been entered at Bensonville, Ill., and four interstate shipments 
stolen therefrom, a general investigation of the facts in the case 
was made by the agents which resulted in the arrest of Fred 
Johanson and four others, all operating under various aliases, 
and the confession of the facts concerning the robberies made 
by the defendants, with one exception,” says the Department of 
Justice. “The case against these defendants was set down for 
trial in the United States district court at Chicago. Sentences 
were imposed of from three to five years in the Leavenworth 
penitentiary upon several of the persons participating in this 
theft of interstate commerce shipments of products. In the in 
vestigation of the case merchandise was recovered to the value 
of $863. In the case of one Felzen, who was alleged to have been 
a purchaser of the stolen property, he was given a three-year 
suspended sentence and a $2,000 fine and placed on probation for 
five years. The total sentences imposed in all the cases was 26 
years.” 


TRAINS AND THE CLOCK 


Maintenance of Missouri Pacific Lines train schedules last 
month, if not establishing a new world record, at least const 
tuted one of the greatest records of efficiency and dependability 
of steam train service in the history of railroads, declared L. W. 
Baldwin, president, in releasing the April report of train per 
formance. Passenger trains on the Missouri Pacific in April 
were operated 98.8 per cent on time, which is 0.8 per cent above 
the preceding month’s mark; and red ball freight trains were 
92.9 per cent on time, 1.9 per cent better than the figure for 
March, it is stated. , 

A total of 8,089 passenger trains were operated last mont 
by the Missouri Pacific, and only 98 of them were late. The 
Kansas City terminal and the Illinois division each had 4 Per 
fect record in passenger train performance. Red ball freight 
trains numbered 5,308 in April, and only 377 failed to keep 
schedules. Wichita division led the operating divisions in be 
ball performance with 98.9 per cent, while St. Louis termina 
led the terminals with 98.8. 


O’CONNOR APPROVED 


The Senate commerce committee May 12 favorably bod 
ported the nomination of T. V. O’Connor, chairman of td 
Shipping Board, for reappointment as a member of the board. 
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OU have thrilled at the sight of uni- 
formed men in moving columns as they 
parade. You have envied the mounted offi- 
cer at the head of each column. You have 
marveled at the spectacular coordination 
and the precision of movement. But have 
you considered the parade your railway is 
staging; the continuous parade that goes 
on day and night, through heat, cold and 
storm; where there is never the command 
to “fall out” and never a period of “rest”? 
The parade ground of the Norfolk and 
Western is that vast productive area that 
stretches from the Virginia seacoast to the 
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THE PARADE OF THE 
IRON HORSES 


Midwest. During 1931 there were 2,683 
columns of through freight cars, each led 
by an iron charger, crossing the Norfolk and 
Western parade ground with a precision that 
rivals the movement of the finest troops in 
the world. Of the 2,683 sections operated, 
2,376 or 88.6 percent were ahead of or on 
time; 252 or 9.4 percent were less than 
three hours late; and but 55 sections or 
2 percent were more than three hours late. 
This means that 98 per cent of the sec- 
tions operated arrived at destinations ahead 
of time, on time, or less than three hours 


late. Such is “Precision Transportation.” 


Ask any Norfolk and Western representative about 
the parade of the iron horses 
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NORFOLK AND WESTERN RAILWAY. 


PRECISION TRANSPORTATION 
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Doings of the Traffic Clubs 


The Bridgeport Traffic Association will hold its monthly 
meeting at the University Club May 17. F. B. Lautzenhiser, 
transportation engineer, International Harvester Company, Chi- 
cago, will speak on “Surveying the Proposed Transport Opera- 
tion.” Moving pictures of “A Visit to Hoover Dam” and “On 
Jobs Like these” will be shown by the speaker. Officials of 
local transportation companies will be guests of the club. There 
will be a buffet luncheon. 

The Indianapolis Traffic Club will hold a golf tournament 
at the Speedway Golf Course May 20. Prizes will be awarded 
winners. 


The next meeting of the Grand Rapids Transportation Club 
will be held at the Masonic Temple May 19. Senator Ernest 
T. Conlon will discuss “Taxes.” Arrangements for the annual 
golf outing will be outlined and dinner will be served. 


A spring golf outing will be held by the Columbus Trans- 
portation Club at the Scioto Country Club June 2. There will 
be prizes for winners and golf will be followed by dinner. 


The Transportation Club of San Francisco, at a luncheon 
on May 9, had as honor guest and speaker Captain R. W. Had- 
den, head of Intourist, official Soviet Government travel agency, 
who showed moving pictures of “Moscow of Today” and 
“Turkestan.” 


The Wyoming Valley Traffic Club, Wilkes-Barre, Pa., held 
its first annual meeting at the Hotel Sterling May 4, at which 
there were one hundred and fifty members and guests present. 
Mayor Daniel L. Hart, of Wilkes-Barre, was the speaker. Music 
and other entertainment was included in the program. In the 
afternoon the first annual golf tournament was held, at which 
L. J. Writter won the trophy, presented at the dinner. 


A luncheon at the Hotel Statler will be held by the Traffic 
Club of Detroit May 16. Director Millen, of the Detroit Zoo, 
will be the speaker. 


The York Traffic Club held its last monthly meeting prior to 
the summer recess at the Hotel Yorktowne May 12. It was 
designated “Surprise Night.”” Dinner was served. The annual 
outing has been set for June 16. 


Colored sound pictures of Bagnell Dam were shown at a 
luncheon of the Traffic Club of St. Louis at the Jefferson Hotel 
May 9. The pictures were shown through the courtesy of 
H. E. Gove, of the Union Electric Light and Power Company. 


“Railroads must substitute the modern merchandise man- 
ager for the old time sales manager, who will not only have 
supervision of the salesforce but will have a good deal to do 
with the pricing of his commodity and with the styling, arrange- 
ment, presentation and distribution so it will best serve and 
appeal to the buying public,” said George C. Smith, general 
traffic manager, M.-K.-T., in an address before the Birmingham 
Traffic and Transportation Club May 3. A golf tournament is 
scheduled for May 24 at the Woodward Golf Club. 


A golf tournament and dinner will be given by the Motor 
City Traffic Club of Detroit at Island Country Club, Grosse 
Isle, May 19. 


The Transportation Club of Toledo will give a spring golf 
outing at the Heather Downs Country Club May 19. Dinner 
will be served in the evening. 


The Traffic Club of Dallas held a noon meeting at the 
Adolphus Hotel May 9. There was a speaker. Musical numbers 
provided the entertainment. 

The eighteenth annual “Shad Dinner” of the Traffic Club 
of Philadelphia will be given at the Old Mohican Club House 
May 21. There will be a baseball game, trap shooting, tennis, 
and _ sports, with prizes for the winners. Dinner will be 
served. 


At its regular luncheon at the Commercial Club May 10 
the Industrial Traffic Club of San Francisco discussed pending 
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legislation with respect to intercoastal steamship regulatig, 
and other current transportation matters. 

The Pacific Northwest Industrial Traffic Conference wil] hold 
its twelfth regular meeting at the St. Helens Hotel, Chehalis 
May 14. 


H. G. Creel, author, newspaper correspondent, and lecturer 
was guest and speaker at a luncheon of the Transportatig, } 
Club of St. Paul at the Hotel Lowry May 10. 


J. A. Von Dohlen, mayor pro tem of Charleston, S. ©, yy 
speak on “The Possible Development in Foreign Business” at 
a meeting of the Traffic Study Club of Atlanta at the Hep, 
Grady Hotel May 20. ‘ 


J. M. Fitzgerald, vice-chairman Eastern Presidents’ (op. 
ference, will be the speaker at a meeting of the Chattanoog 
Traffic and Transportation Club at the Hotel Patten May 1, 


Reverend John Nicol Mark will speak on “The Measure of g 
Man” at the final spring meeting of the year of the Traffc 
Club of New England at the Copley-Plaza Hotel May 17. Musica 
numbers and other entertainment are on the program. Dinne 
will be served. 


The Traffic Club of Pittsburgh, as a final gesture of regarj 
for and appreciation of the constructive work done during his 
tenure of office, now drawing to an end, complimented Prey. 
dent W. S. Guy with a dinner dance on the evening of May 12, 
The function, attended by upward of one hundred couples, wag 
held in the clubhouse of the Shannopin Country Club. Follow 
ing dinner there were cards and dancing. President Guy, ag 
the guest of the occasion, shared his honors with his wife and 
daughter. Seated with him at the President’s table during 
dinner were the members of the board of governors, together 
with their wives. 


Addressing the New York Traffic Club in favor of the 
regulation of trucks as well as railroads and waterways, May 
10, Milton P. Bauman, president of the New Jersey Industrial 
Traffic League and vice-chairman of the New York Shippers’ 
Conference, said that failure to regulate was bound to produce 
ruinous competition which would be destructive to all transport, 
He said it was not hard, in the event of continued regulation of 
the rails and failure to regulate the trucks, to visualize a period 
during the next five years in which right of way and rails would 
deteriorate, locomotives and equipment would break down, rail 
service would be inadequate and unsatisfactory, the highways 
would be flooded with motor equipment of all conditions, safe 
and unsafe, during which at the outset the shipper would have 
available to him a surplus of transportation facilities but which 
would tend ultimately to cause a general breakdown in our 
national transportation system. 

“We, as shippers,” said Mr. Bauman, “are in the classical 
position of Nero who fiddled while Rome burned. A Roman 
holiday seems good while the gaiety and the feasting last, but 
the aftermath is one long headache.” 


Personal Notes 


C. D. Morris, assistant to the chairman, Western Railways) 
Committee on Public Relations, discussed the relationship D® 
tween government costs and railroad operation at the annual 
convention of the Illinois Grain Dealers’ Convention at Dat 
ville, Ill., May 11. 

J. F. George, traveling freight agent, Seaboard Air Line, at 
Chicago, died, following a brief illness, May 8. He was forty: 
seven years old and had been with the S. A. L. since 1915. 

Rowe Sanderson, president of the California Truck Com 
pany, has announced the consolidation of the drayage business 
of the Pioneer Truck Company and the California Truck Com 
pany, which in future will be operated as Pioneer Truck Col: 
pany of Los Angeles. George L. Colburn, president of the Pi- 
oneer Truck Company, becomes president of the new compaly, 
with Rowe Sanderson acting as vice-president. The merger of 
these two trucking interests will make them one of the largest 
exclusive merchandise haulers in the state, it is stated. 

A. T. Cole, of Houston, Texas, secretary and treasurer of 
the Gulf Coast Lines and subsidiaries, has been appointed 4 
sistant secretary of the Missouri Pacific Railroad, to succeed 
F. W. Irland, who was retired May 1, according to announce 
ment made by L. W. Baldwin, president. Mr. Cole’s headquarters 
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BARGE SERVICE 


Only barges built to navigate 
both Canal and Great Lakes. 


Facilities available at Canal 
Terminal points for storing, 
handling and distributing 
cargoes. 


Barges always available for 
prompt loading at Cleveland, 
Toledo, Detroit and Buffalo. 


Cargo received on board 
alongside dock at lake ports 
and delivered to alongside 
steamers or consignees’ dock 
in the port of New York. 


Cargo also received for safe 
ports on Long Island Sound. 
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will be in St. Louis. Arthur Naylor of Palestine, Texas, secretary- N. R. R. et al., assigned for May 12, at Tulsa, Okla., before py. 
treasurer of the International-Great Northern Railroad, has been aminer Simons, has been postponed to a date to be hereafte 
named to succeed Mr. Cole at Houston. Directors of the Mis- fixed. 

souri Pacific Railroad Company were re-elected at the annual Hearing in I. & S. 3697, 

stockholders’ meeting held in the railroad’s general offices at assigned for May 12, at Tuls 

the Missouri Pacific Building in St. Louis May 10. They are: has been postponed to a dat 

L. W. Baldwin, president, St. Louis; Messrs. O. P. Van Swer- 

ingen, Leonard P. Ayres, D. S. Barrett, Jr., Alva Bradley, H. G. 

Dalton, John Sherwin, Jr., and G. A. Tomlinson, all of Cleve- 

land, Ohio; Finley J. Shepard, of New York; John R. Flippin Digest of 


> 
< 
— 


Memphis, Tenn.; A. D. Geoghegan, New Orleans, La.; Fred G. 

Hilvert, Phoenix, Ariz.; William T. Kemper, Kansas City, Mo.; 

John G. Lonsdale, St. Louis; W. W. Reilley, Buffalo, N. Y.; and 

W. P. Weber, Lake Charles, La. The board will meet later to c 

organize and elect its officers and officers of the railroad. No. Pay Sub. No. 3. Harwood Bros., Raymore, Mo., vs. C. B. ¢ 
al, 


The Missouri Truckmen’s Association has agquired the Mis- Unreasonable rates and charges, bituminous coal, Royalton ang 
souri Tariff Service, which will be known. heffeéforth as the other Ill. points to Raymore, Mo. Asks rates and reparation, 
Missouri Truckmen’s Association Tariff Bureau. The service No. — Increases in intrastate freight rates and charges, part 1), ~ 
was organized recently and operated at Jefferson City by V. E. Inquiry into lawfulness of intrastate rates in Utah as reais 


Smart and W. D. Mitchell, to compile motor truck tariffs for of denial by state commission of increases similar to those for 


Missouri. The State Public Service Commission ordered the interstate traffic authorized in Fifteen Per Cent Case, 1931. This 
proceeding was originally instituted as inquiry into rates in eleyen 


sale. W. D. Mitchell will be manager of the service for the states. (See Traffic World, April 16, p. 848.) 
association, and T. M. McCambridge, executive secretary of the . 25143, Sub. No. 1. Oscar Mayer & Co., Chicago, IIl., vs. B. & 0, 


: ; et al. 
organization, will have his office in the bureau headquarters in Rates in violation sections 1 and 3, fresh meats and packing 


Jefferson City. All members of the association will be mem- house products, Madison, Wis., to official territory east of [llinois- 
bers of the bureau, Indiana state line. Interior Iowa packers preferred. Asks rates, 
Carl J. Ernst, for the last twenty-nine years assistant er ee 2 ee coos ene ee. CD 
treasurer of the Burlington at Omaha, has been retired after Unreasonable rate and charges, potatoes, Ansel, Colo., to Crow- 
fifty-six years of service with the line. Bert Vickery, formerly , men — —~ ee ~ mec 4 ee 
cashier at Omaha, has been elected assistant treasurer, suc- a Ce ee eee eee eee OS Te 
ceeding Mr. Ernst. G. C. Shindel has been appointed paymaster Penalty charges based on alleged unreasonable rules and regu- 
and cashier lations in connection with placing of cars of material on com- 
: plainant’s side track at Bristol, Pa., to extent rules and regula- 
J. D. Sullivan has been appointed traffic manager, Wichita tions did not provide for giving of written notice to a consignee 
Falls and Southern Railroad, at Wichita Falls, Tex., succeeding before the exaction of a penalty charge. Asks determination of 
R. H. Schultz, resigned issues herein and lawful rules and regulations for futures, 
° 2. ’ ° . - 25232. ‘United States Pipe & Foundry Co., Burlington, N. J., vs, 
A. T. Ross, operating vice-president of the American Hamp- a eA = che nil iin se a ies od 
ton Roads and Oriole lines, has arrived in Baltimore to open and East St. Louis, Ill., to Birmingham and Bessemer, Ala. Asks 
offices in the quarters of the Export Steamship Company, repre- reparation. : 
sentatives of the Southgate-Nelson Company. He is to act as . 5 yas eh Power Co., Minneapolis, Minn., vs. C. 
resident representative of the two lines. Horace W. Cross, Unreasonable rates and charges, smithweld pipe and fittings, 


formerly general freight agent for the Southgate-Nelson Com- Milwaukee and North Milwaukee, Wis., to Colgate and other 
pany in Pittsburgh, has been appointed general freight agent Montana points and Cartwright and Williston, N. D. Asks rates 


and reparation. 
at Baltimore. . 25233, Sub. No. 1. Same vs. G. N. et al. 


Robert M. Feustel, president of the Midland United Com- Unreasonable rates and charges, wrought iron pipe and fittings, 
pany and an officer and director of various subsidiaries of that pone pan gga le en ee a ee ee ee 


company, including that of presfflent of the: South Shore and . 25234. Northern Pump Co., Minneapolis, Minn., vs. C. M. St. P. 
South Bend, died of nephritis May 8 at Fort Wayne, Ind. & P. et al. 
if Charges in violation sections 1 and 4, iron valves, patterns and 
In addition to his duties as manager of the traffic bureau brass fittings, San Jose, Calif., to Minneapolis, Minn. Asks rep- 
of the Winona (Minn.) Association of Commerce, L. E. Luth aration. 
has been made manager of the traffic bureau of the La Crosse = Cooperative Elevator Co., Rockfield, Ind., et al. vs. Wabash 
(Wis.) Chamber of Commerce, and the Winona-La Crosse Joint Rates in violation first three sections, grain, Rockfield, Burrows 
Traffic Bureau has been organized. and New Waveriy. Ind., to points in C. F. A. territory south 
Pinckney T. Payne has been appointed foreign freight rep- a hae bw ng the Wabash. Competitors in nearby towns 
resentative, State Port Authority of Virginia, with headquarters . 25236. West Construction Co., Chattanooga, Tenn., vs. A. C. L. 
at New York, succeeding R. W. Kruse, who resigned to accept ng Unreasonable rate, gephait, jaanieaton, S. C., to Wesco Siding, | 
a position with Arbuckle Brothers. W. H. Maher has been a foe oe j 
- 25237. Stiefel & Levy Co., Fort Wayne, Ind., vs. B. & O. etal. \ 
appointed a special representative and will make a canvass of Rates in violation iaetioas 1 and % shelled corn, Mark Center, 
manufacturers and others in the middle west as to the traffic 0. to Maton, _— Aske reparation. aa se 2 — 
A x . Oswego s Corporation, Fulton, N. Y., vs. A. C. L. e 
possibilities of the Port of Hampton Roads. Rates in violation sections 1 and 3, clay, McIntyre, Ga., to Ful- 
At a meeting of the executive members of the Railway ton, N. Y. Asks rates and reparation. 
Business Association in New York, Alba B. Johnson resigned i ane28. Mationsl Drtets Co., Cotenge, ve. C. & N. w. et als 
as president and Frank W. Noxon resigned as secretary. Harry ee wee alae oe <5S ele Oe, ae 
t ll., t0 = 
A. Wheeler, of Chicago, was elected president and Mr. John- =. i oe. . “upper ae Thy Digg ER, S = tet Mo., — 
son was elected honorary vice-president for life. .The follow- on hauls beyond 150 miles. Points where distances are 150 miles — 
ing executive committee has been elected: Chairman, George E. or less preferred. Asks rates. ; 
Scott, president, American Steel Foundries; George P. Baldwin, . 25227. Vassar Swiss Underwear Co., Chicago, IIl., vs. Virginian 


a 
vice-president, General Electric Company; F. N. Bard, president, a € den yore, Besa, 
Barco Manufacturing Company; W. B. Given, Jr., president, to Chicago, Ill. Asks cease and desist order and reparation. 
American Brake Shoe and Foundry Company;, George H. Hous- Ne. Mem. The, Kulaph Wy ocuct (and Mntn crieSon’and Sim 
ton, president, Baldwin Locomotive Works; A. L. Humphrey, 4 North Tenawands, M. ¥. ‘Chicago, Tle Asks cease 
president, Westinghouse Air Brake Company; C. A. Liddle, presi- and desist order, rates and reparation. 
dent, Pullman Car and Manufacturing Company; W. E. Sharp, . 26229. hewn, Fin Co., Pecos, Tex., vs. A. T. & S. F. et al. 


ther: 
president, Grip Nut Company; W. H. Woodin, president, Amer- Seg poles te Jeaatton Cle tnt caine Lean, Gan kane Oe 
ican Car and Foundry Company. The general headquarters of and desist order, rates and reparation. _ 
the association will be moved from Philadelphia to Chicago. = <a Ary oe Corporation et al., Atlanta, Ga. 
vs. e ° - et al. 
Abraham Webber, of Boston, eo has — —_ a Ceeneenaite charges, tankage, Milwaukee and Carrollville, Wis., 
member of the Department of Public Utilities of Massachusetts, to points in Ala., Ga., and S. C. Ask rates and reparation. 
: . 25240. The Leidecker Tool Co., Columbus, O., vs. B. & O. et al. , 
succeeding Commissioner Lewis Goldberg. Unreasonable rate and charges, iron and steel articles and oil 
2 well supplies, Casper, Wyo., to Marietta, O. Asks cease and de- 
“352 TS oth aa Caen d Products Co., North K City, 
° 41. outhlan ottonsee oducts Co., or ansas ’ 
CHANGE IN DOCKET Mo., vs. C. B. & Q. westli 
: : Rates and charges in violation section 6, cottonseed cake, Nor 
Hearing in No. 25095, Bader-Parks Co. vs. Santa Fe et al., Kansas City, Mo., to Thermopolis, Wyo., diverted to Scottsbluff, 
assigned for May 10, at Tulsa, Okla.,. before Examiner Simons, Neb. Asks determination of applicable rates. 


. 25242. Marvin Owen, Delhi, La., vs. M.-K.-T. et al. 
has been postponed to a date to be hereafter fixed. Unreasonable rate, mules, Coahoma, Tex., to Springfield, Mo.» 


Hearing in docket 25195, Continental Oil Company vs. I. G. reconsigned to St. Martinsville, La. Asks reparation. 
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No. oN i Driggers et al., Santa Rosa, N. M., vs. A. T. & 
S..37. et al. 
Unreasonable charges, stocker cattle, Cuervo, N. M., to Casso- 
day, Kan. Ask rates and reparation. 


No, ee No. 1. W. H. Driggers, Santa Rosa, N. M., vs. A. T. 
&S.F 


Unreasonable rates and charges, stocker or range cattle, Las 
Vegas, N. M., to Thatcher, Colo. Asks rates and reparation. 


No. 25243, Sub. No. 2. W. H. Driggers et al., Santa Rosa, N. M., vs. 
a, Tt & & F. et al 
Unreasonable rates and charges, stocker or range cattle, Hachita, 
N. M., Somoita, and Hereford, Ariz., and points intermediate 
thereto to Cuervo and other New Mexico points in interstate 
commerce. Ask rates and reparation. 


No, 7. -- G. Peppard Seed Co., Kansas City, Mo., vs. A. T. & S. 

-_ ot al. 

Unreasonable charges, sweet clover seed, in straight or mixed 
carloads with other seeds, points in Kan., Colo., Neb., Okla., S. 
D., N. D., and Minn., to Kansas City, Mo., cleaned, sacked and-or 

stored and reforwarded in mixed carloads to points in Kan., Mo., 
Ia., Ill., and Minn., and to points beyond Chicago, and Peoria, 
Ill., or St. Louis, Mo. Asks reparation. 
No. 25245. Hiddenite Granite Co., Raleigh, N. C., vs. Yadkin et al. 

Unreasonable rates, crushed stone, Granite Quarry, N. C., to 
Patrick Springs, Va., and from other N. C. points to Va. and 
S. C. points. Ask rates and reparation. 


No. 25246. The Baltimore & Ohio Railroad Co. et al., vs. Hoboken 
Manufacturers’ Railroad Co. 

Attack division of 22 cents a 100 pounds accorded defendant 
on raw silk, from Pacific coast ports of import to destinations 
on defendant’s line under order of I. C. C. in No. 18672, 155 I. 
Cc. C. 330, due to radical changes that have come about in con- 
nection with transcontinental movement of raw silk traffic, one 
change being reduction in rate from $9 to $6 in order to meet 
water competition. Ask just and reasonable division. 


No. ee eaten Box & Basket Co., Inc., Paducah, Ky., vs. I. 

- et al. 

Rates in violation sections 1, 3, 4 and 6, fruit and vegetable 
shipping packages with crate material, Paducah, Ky., to Frank- 
lin, Tenn., Atmore and other Ala. points. Preference alleged in 
that assailed rates prefer one kind of forest products and com- 
= at New Albany and Evansville, Ind. Asks rates and rep- 
aration. 
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No. 25248. The Light Grain & Milling Co., Liberal, Kan., ys, , , 
& S. F. et al. ; : a 
Rates in violation sections 1 and 4, grain and/or products, Wh 
shipped direct or accorded transit privileges from stations , 
Rock Island, Liberal, Kan., to Texhoma, Okla., inclusive, , 
Baker and Adams, Okla., and all stations on the Beaver, Mey 
& Englewood to all stations on Santa Fe in N. M., Clovis gj 
south to N. M.-Tex. state line. Asks rates and reparation, ~ 
No. 25249, Hallsboro Manufacturing Co., Inc., Hallsboro, Va, , 
B. & O. et al. “7 
Unreasonable rates and charges, excelsior, Hallsboro, Va, , 
points in Conn., Mass., Pa., N. Y., N. J., Del. and Md. Asks Tata 
and reparation. a 
No, 25250. Memphis Freight Bureau for F. Perlman & Co., Mempj 
Tenn., vs. Mo. Pac. et al. 7 
Rates and charges in violation sections 1 and 3, scrap iron ty 
remelting purposes, Waterproof, La., to St. Louis, Mo., and Ma. 
son, Ill. Shipments from Ark. points preferred. Ask ceage an 
desist order and reparation. 
No. 25251. American Seed Trade Association, Washington, D, ©, 
A. & R. et al. ; 
Unreasonable rates, fares and charges, garden seed, carload ajj 
less than carload, in interstate commerce in the U. §S. by reagy 
of the classification of such seed. Asks cease and desist onjg 
No. 25252. Noah W. Cooper, Nashville, Tenn., vs. L. & N. et al, — 
Seeks order requiring railroads to discontinue all operation 
of trains on the Sabbath Day or rest day, saving only to reliey 
emergency instances of charity and unavoidable and manife 
necessity. 
No. 25253. Buell Lumber & Manufacturing Co. et al., Dallas, Te, 
vs. Missouri-Illinois et al. 
Unreasonable rates and charges, plate glass, Festus and (Cry. 







































tal City, Mo., and Toledo, O., to Dallas, Tex. Ask rates ay 
reparation. 
No, 25254. Chamber of Commerce of Fargo, N. D., et al. vs. A.¢ 


& Y. et al. 

Unreasonable rates, sweet clover seed, points in Minn., §, }) 
and N. D., to points in S. D., N. D., Minn., Ia., Wis., upper penip. 
sula of Mich., Neb., Mo., Kan., Ill., and points beyond in officiy 
and southern classification territories. Ask rates and reparation, 

No. 25255. The Goldcamp Mill Co., Inc., Ironton, O., vs. N. & W, 

Rates in violation sections 1, 3 and 4, grain, grain products 
and grain by-products, points in Ohio, of which Ironton is typical 
to points in Ky., W. Va., and Va. Competitor at Ashland, Ky, 
preferred. Asks rates and reparation. 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


May 16—Chicago, Ill_—Examiner Fuller: 
* 1. & S. No. 3727 (third supplemental order)—Canned goods east- 
bound from Pacific coast. 
May 17—Argument at Washington, D. C.: 
9200—Railway Mail Pay. (Application of White Sulphur Springs & 
Yellowstone Park Ry. and Farmers’ Grain & Shipping Co. for 
classification as separately operated railroads.) 
9200—Railway Mail Pay. (Application of Macon, Dublin & Savannah 
R. R. for classification as a separately operated railroad.) 
May 17—New York, N. Y.—Examiner Mackey: 
24957 (and Sub. 1)—Christian Feigenspan, a corporation, vs. D. & 
H. R. R. Corp. et al. 
Mey 17—Omaha, Neb.—Examiner Witters: 
25026—Ashgrove Lime & Portland Cement Co. of Neb. vs. C. B. 
& Q. R. R. et al. 
May 17-20—Portland, Ore.—Examiners Stiles and Parker: 
17000, part 9—Rate structure investigation, western district rates 
(and cases grouped therewith) (further hearing). 
May 17—Chicago, Ill.—Examiner Johnson: 
|. & S. 3737—Lead, Fostoria, O., etc., to C. F. A. pts. 
May 18—Salt Lake City, Utah.—Examiner Mattingly: 
ee in intrastate freight rates and charges—Part 12— 
tah. . 
May 18—Cleveland, O.—Examiner Colvin: 
24949—-Medusa Portland Cement Co. vs. A. & W. Ry. et al. 


May 18—New York, N. Y.—Examiner Mackey: 
1. & S. 3735—Emergency charge on benzol. 


Moy 18—Chicago, Ill.—Examiner Johnson: 

ourth Section Application No. 14634, filed Alton R. R. 

May 18—Argument at Washington, D. C.: 
24447—Scott-Omaha Tent & Awning Co. vs. A. & W. P. R. R. et al. 
24613—Red River Lumber Co. vs. S. P. Co. et al. 


Mey 18—Omaha, Neb.—Examiner Witters: 
21850 (and Sub. 1 to 5, incl.)—August Sinner et al. vs. A. T. & S. F. 


Ry. et al. (and cases grouped therewith). (Further hearing.) 


May 18—Louisville, Ky.—Examiner Peterson: 
25052—West Kentucky Coal Bureau vs. I. C. R. R. et al. 
may 19—Carlinville, Ill.—Examiner Sullivan: 
inance No. 9144—Application of Alton R. R. for a certificate to 
abandon a part of its line extending from Barnett Junction to 
Carrollton, Ill. 
May 19—Salt Lake City, Utah—Examiner Bardwell: 
Ex Parte 104, part II—Terminal services (further hearing). 
May 19—Washington, D. C.—Examiner Leasure: 
inance No. 5914— Excess income of Rockcastle River Ry. Co. 
May 19—Chicago, Ill.—Examiner Johnson: 
24790—Alemite Corp. vs. B. & O. R. R. et al. 





May 19—Argument at Washington, D. C.: 
24065—Millett Elevator Co. vs. G. T. W. Ry. et al. 
24216 (and Sub. 1)—St. Johns Cooperative Assn. et al. vs. C. 8S. & 
M. Ry. et al. 
24663—-Banta Coal Co. vs. B. & M. R. R. et al. 
May 19—Louisville, Ky.—Examiner Peterson: 
24959—Reeves Mfg. Co. et al. vs. B. & O. R. R. et al. 


May 19—San Francisco, Calif.—Examiner Haden: 

24946—Ben Kaufman (an individual, doing business under the fim 
name and style of San Joaquin Valley Meat Co.) vs. S. P. 
et al. vs. S. P. Co. et al. 

mo 19—Washington, D. C.—Examiner Hansen: 
x Parte 107—Accounting of N. Y. Telephone Co. 
May 20—Washington, D. C.—Examiner Davis: é 

Finance No. 9346—Application of A. T. & S. F. Ry. for authority 
to acquire control, by lease, of the property of the Barton County 
& Santa Fe Ry. f 

Finance No. 9347—Application of A. T. & S. F. Ry. for authority 
to acquire control, by lease, of the property of the Buffalo North 
western R. R. Co. 5 

Finance No. 9348—Application of A. T. & S. F. Ry. for authority 
to acquire control, by lease, of the property of the Kansas South 
western Ry. Co. 

Finance No. 9349—Application of A. T. & S. F. Ry. for authority 
to acquire control, by lease, of the property of the Laton & 
Western R. R. Co. ; 

Finance No. 9350—Application of A. T. & S. F. Ry. for authoritl 
to acquire control, by lease, of the property of the Minkler South 
ern Ry. Co. : 

Finance No. 9351—Application of A. T. & S. F. Ry. for authorit! 
> — control, by lease, of the property of the Verde Vall 

¥. Os. 
May 20—Chicago, Ill.—Examiner Fuller: 
* 1; & S. No. 3746—Sand and gravel from Missouri to Thebes, Ill. 


May 20—Chicago, Ill._—Examiner Fuller: 
1. & S. 3739—Crushed stone from Mo. to Ill. 


May 20—San Francisco, Calif.—Examiner Haden: i 
Fourth Section Application No. 14577, filed by H. W. Sidall, for . 
on behalf of C. M. St. P. & P. R. R., G..N. Ry., N. P. Ry. 0% 
L. R. R., O.-W. R. & N. Co., O. T. Ry., S. P. & 8S. EY. 4 
PrP. Co., and W. P. R. &. 
May 20—Kalamazoo, Mich.—Examiner Colvin: 
25048—Taylor Produce Co. et al. vs. C. C. C. & St. L. Ry. et al. 
May 20—Chicago, Ill.—Examiner Johnson: 
25031—Jewel Tea Co., Inc., vs. E. J. & E. Ry. et al. 
25129—-Jewel Tea Co., Inc., vs. C. & O. Ry. et al. 


Moy 21—Shawano, Wis.—Examiner Sullivan: to 
inance No. 9242—Application C. & N. W. Ry. for a certificate 
abandon a line from Mattoon Jct. to Mattoon, Wis. 


May 21—Argument at Washington, D. C.: 
24172—Carolina Button Corp. vs. A. A. R. R. et al. 
24252 (and Sub. 1)—Geo. K. Hale Mfg. Co. vs. A. 
24394—-Olive Hill Limestone Co. vs. B. & O. R. R. 


May 21—Chicago, Ill—Examiner Johnson: 
25027—B. S. Pearsall Butter Co. et al. vs A. & S. R. R. et al. 


& Y. Ry. et# 
et al. 
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ENGLAND'S 
TARIFF WALLS 


What Then? 


Recent economic trends have forced the issue... to make 
money in England, your merchandise must be “Made in 
England.” 

Tariff walls are rising. England’s rejection of the gold 
standard puts America’s exporting to England at increased 
disadvantage. 

Yet, every trade difficulty is overcome by establishing a 
factory in England. We can help you find both building 
and location. Our files contain full information on wages, 
taxes, labor supply . . . floor plans and photographs. 

This service is readily available at any one of our 
American offices and may be yours in strict confidence 


without obligation or expense. Simply indicate your in- 


thority 
County 


thority i 
North 


thority I 
South-§ 
oil terest .. . by letter or telephone. 
ton &F 


thoritl B 
South- 


thorit! 
Valle FF 


| LMS 


orl : GREAT BRITAIN 


London, Midland & Scottish Railway of 6. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION ] 


Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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May 21—Jackson, Tenn.—Examiner Peterson: 
24902—-Oneal Commission Co. et al. vs. A. G. S. R. R. et al. 


May 21—Kansas City, Mo.—Examiner Witters: 
24668—S. A. Maxwell & Co., Inc., et al. vs. Alton R. R. et al. 


May 21—San Francisco, Calif.—Examiner Haden: 
24991 (and Sub. 1)—Miller Livestock Co. vs. A. T. & S. F. Ry. et al. 


May 21—Philadelphia, Pa.—Examiner Mackey: 
24900—E. I. DuPont De Nemours & Co. vs. B. & M. R. R. et al. 


May 21—Muscatine, Ia.—Examiner Clifford: 
1. & S. 3734—Clam and mussel shells from Arkansas. 


Moy 23—Kansas City, Mo.—Director Bartel: 
x Parte 104, part II—Terminal services (further hearing). 


wey 23—Los Angeles, Calif.—Examiner Bardwell: 
x Parte 104, part II—Terminal services (further hearing). 


May 23—Houston, Tex.—Examiner Berry: 

Ex Parte No. 104, part 1—Railroad fuel (inquiry to be made of 
following carriers): Texas & New Orleans R. R., Beaumont, Sour 
Lake & Western Ry., New Orleans, Texas & Mexico Ry., Orange 
& Northwestern R. R.. St. Louis, Brownsville & Mexico Ry., 
San Antonio, Uvalde & Gulf R. R., International-Great Northern 
R. R., Texas & Pacific Ry., Louisiana & Arkansas Ry., Louisiana, 
Arkansas & Texas Ry., Wichita Falls & Southern R. R., Texas- 
Mexican Ry., Burlington-Rock Island R. R., Galveston Wharf Co. 


| 23—Washington, D. C.—Examiner Bradford: 
“menses ow 5907—Excess income of Chicago & Illinois Western 
ailroad. 


May 23—Argument at Washington, D. C.: 
24569—Concrete Pipe & Products Co., Inc., vs. A. C. L. R. R. et al. 
24616—Ralston Purina Co., Inc., vs. A. & S. Ry. et al. 
24823—-M. J. Grove Lime Co. vs. B. & O. R. R. et al. 


May 23—Boston, Mass.—Examiner Cassidy: 
a 4 eueeataaal Iron & Metal Co., Inc., vs. N. Y. N. H. & H. R. R. 
et al. 


May 23—Chicago, Ill—Examiner Johnson: 
25066—Jewel Tea Co., Inc., vs. B. & O. R. R. et al. 
25058—Jewel Tea Co., Inc., vs. E. J. & E. Ry. et al. 


May 23—Jackson, Miss.—Examiner Peterson: 

24721—Port Gibson Oil Works, Inc., vs. C. & G. Ry. et al. 
May 23—Plymouth, Ind.—Examiner Colvin: 

25092—Edgerton Manufacturing Co. vs. A. A. R. R. et al. 
May 23—Philadelphia, Pa.—Examiner Mackey: 

24943—Wilbur H. Engle vs. C. & N. W. Ry. et al. 


May 23—Kansas City, Mo.—Examiner Witters: 
1—United Brick & Tile Co. vs. A. T. & S. F. Ry. et al. 


May 23—Rock Island, Ill.—Examiner Clifford: 
23887—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. (further hearing 
for purpose of determining amount of reparation due complain- 
ant under findings). 
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nay 23—Salt Lake City, Utah—Examiners Stiles and Parker: 
cae Packing & Provision Co. et al. vs. C. & N. W. Ry 
et al. 7 


May 23-25—Salt Lake City, Utah—Examiners Stiles and Parker: 
17000, part 9—Rate structure investigation, western district rata 
(and cases grouped therewith) (further hearing). 


oy 24—East Jordan, Mich.—Examiner Sullivan: 
inance No. 8974—East Jordan & Southern R, R. abandonment (fy,. 
ther hearing). 
Finance No. 9230—Application of Michigan Central R. R. et al, 
for a certificate to abandon the East Jordan Branch in Crawford 
Otsego and Antrim counties, Mich. 


May 24—Chicago, Ill.—Examiner Johnson: 
25044—Chicago Macaroni Co. vs. C. & N. W. Ry. et al. 


May 24—Argument at Washington, D. C.: 
ic ~~ tea Public Service Commission vs. Ry. Express Agency 
nec, zs 
24217—-U. S. Fisheries Assn. vs. A. C. & Y. Ry. et al. 
24673—-D. J. Donati, Jr., and L. N. Donati, co-partners, trading as 
Fibreboard Containers Co., vs. B. & O. R. R. et al. 


May 24—Galesburg, Ill.—Examiner Clifford: 
24654—Abingdon Sanitary Mfg. Co. et al. vs. A.-J. R. R. et al. 
May 24—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14657—Filed by B. T. Jones, agent, 
May 24—Philadelphia, Pa.—Examiner Mackey: 
24860—Perishable Shippers’ Assn., Inc., vs. B. C. & A. Ry. et al, 
May 24—Providence, R. I.—Examiner Cassidy: 
= a Sub. 1)—A. M. Tourtellot vs. N. Y. N. H. & H RR 
et al. 
aw 24—-Kansas City, Mo.—Examiner Witters: 
112—Pan American Feed Co. vs. A. T. & S. F. Ry. et al. 


Mey 25—Washington, D. C.: 

135—Intrastate freight rates and charges (adjourned hearing to 
receive testimony of E. G. Buckland, president of railroad credit 
corporation, on behalf of the respondents). 


May 25—Argument at Washington, D. C.: 
* 22120—Interstate Commerce Commission vs. Southern Ry. 
Finance No. 3733—Excess income of Fort Worth Belt Ry. 


May 25—Butte, Mont.—Examiner Haden: 

Fourth Section App. No. 14488—Filed by Great Northern Ry. and 
others—In re petroleum and petroleum products, carload, from 
Casper, Illco, Glenrock, Lovell, Greybull, Coday, Osage, Wyo., to 
points in Montana. 


May 25—Chicago, Ill.—Examiner Johnson: 

24924—Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. Ry. et al. 
May 25—Kansas City, Mo.—Examiner Witters: 

22690—Fredonia Linseed Oil Works Co. vs. A. & S. Ry. et al. 
May 25—Lima, O.—Examiner Colvin: 

24920—Malta Mfg. Co. vs. B. & O. R. R. et al. 




















~IMPRINTED BILLS of LADING 


with company name and list of items insure 


I. C. C. FORMS 
Rule 5 Statement 
Special Docket 


RULED FORMS 
Car Records 


Claim Records 
Shipment 
Tonnage Records 


TARIFF FILES 


Uniform Classification and Lowest Rates 


SAVE TIME AND MONEY 
INCREASE EFFICIENCY 


Prices quoted—Stock or Special Forms . 
‘Write for Sample Folder of Systems and Forms 


HORDER’S Inc. 


Publishers and Stationers 


231 S. Jefferson St. 


EXPORT FORMS 


Invoices for all 
British Empire 
Points, Japan, 
France, Brazil, 
Peru, Export Dec- 
laration, Return 
Affidavit. 


DOMESTIC FORMS 
Affidavits, Indem- 


nities, Claims, 
Tracers, Freight 
Bills, Car Orders, 


Express Claims. 


Chicago 


Street 
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Spare Time Training ert nara tines 


vou want to beat the depression—use 
oe stepping stone to bigger success? 
You can do it. 

Hard times show up the untrained 
man—weed out the inefficient—but offer 
unusual advantages to the trained man. 
The greater demands of employers re- 
yeal his ability—he is the last to be let 





of the crowd—recognized, and ready, for 
the bigger opportunities. 

Our complete success-building program 
enables you to take biggest advantage of 
the present depression—to make your job 
and salary surer now, and to step ahead 
faster when business turns the corner. 

Simply mark on the coupon the field 
out, the first to be hired again. And in which you are interested and we will 
when prosperity returns, he is out ahead send you complete information. 


LASALLE EXTENSION UNIVERSITY, Dept. 595-R, CHICAGO 


Please tell me about your plan to help me beat the depression, in the business field 
checked. Send also copy of ‘Ten Years’ Promotion in One,’’ all without obligation. 


C0 Business Management O Industrial Management 0 Railway Accounting 
[] Modern Salesmanship CJ Modern Foremanship CJ Business English 
() Higher Accountancy C) Personnel Management (J Commercial Spanish 
() Modern Business Corre- () Effective Speaking 
spondence O) Banking and Finance 
OC) Expert Bookkeeping  Telegraphy 
OC. P. A. Coaching ( Credit and Collection 
Correspondence 















O Traffic Management 

D Railway Station Mgm’t 
f) Law: Degree of LL.B. 
0) Commercial Law 










SHIP THROUGH 


WILMINGION 


on the Delaware 


We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 


SAVE TIME 
and MONEY 


Ship Via 
—— The Port- of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 







QUAKER LINE 
DEPENDABLE SERVICE 


From ALBANY, N. Y. — Fortnightly 
BOSTON, MASS. — Fortnightly 
NEW YORK, N. ¥. — Weekly 
BALTIMORE, MD.—Fortnightly 
PHILADELPHIA, PA.— Weekly 

To Cristobal (Canal Zone), San Diego, 

Los Angeles, San Francisco, 


Oakland, Portland, Seattle, Tacoma. 
For Rates and Other Particulars Apply 


QUAKER LINE 


PHIL ADELPHIA, 

Rey Yond riser. 
Plec 

ALBANY: D. &H. Building 


BALTIMORE: Keyes Building 
CHICAGO: 397 S. LaSalle St. 

: General Motors Building 
PITTSBURGH: Gulf Building 
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IMPANY 


iS 





UNITED FRUIT 


GREAT 
WHITE 
FLEET 






Regular Freight and Passenger Service 
BETWEEN 


New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 


America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Plier 3, Nerth River, New York, N. Y. 





<i" 1001 Feurth St., 111 W. Washington St., 
ice | San Franelsee, Calf. Chicago, Ill. 
psc pe Long Wharf, 321 St. Charies St., 
Besten, Mase. New Orleans, La. 


General Offices: One Federal Street, Boston, Mass. 


Insurance 
Savings 


When you ship your cargoes via 
American Mail Line President Liners 
you are saving time, money and ‘in- 
surance costs. These vessels travel the 
shortest, most direct route to the 
Orient, thus saving days in transit 
time, with resultant lower shipping and 
insurance costs. 


In addition, this service is augmented by 
a fleet of fast cargo liners making regu- 
lar sailings to Japan, China and the 
Philippines. 

For full information apply desk No.6 


SB DOORS 66340000008 errr New_York 
1714 Dime Detroit 
Chicago 

Cleveland 


General Freight Office 
740 Stuart Building 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


Seattle 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 





Merehandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 


RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
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T. J. McLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Canes. : and 
Departmental Service Commerce 
713 Mills. Bldg. Specialists 


WASHINGTON, D. C. 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
te Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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May 25—Washington, D. C.—Examiner_ Warren: 
— No. 3985—Excess income of Wharton & Northern Railroag 
Oo. 
May 25—Washington, D. C.—Examiner Weems: 
—— Fold Printers’ Assn. et al. vs. A. T. & S. F. Ry 
et a y 
May 25—New Orleans, La.—Examiner Peterson: 
24827—-Southport Corp., Inc., vs. La. Ry. & Nav. Co. et al. 
May 25—Galesburg, Ill.—Examiner Clifford: 
25081—Charles Nunn vs. A. T. & S. F. Ry. et al. 
May 25—New York, N. Y.—Examiner Cassidy: 
25103—International Paper Co. et al. vs. A. C. & Y. Ry. et al. 
a 2 26—Kansas City, Mo.—Commissioner Aitchison: 
58—Texas Livestock Shippers’ Protective League et al. vs. pj. 
rector General, as agent, A. & S. Ry. et al. (and cases groupeg 
therewith) (further hearing, for purpose of supplementing record 
already made). 
May 26—San Francisco, Calif.—Examiner Bardwell: 
Ex Parte 104, part Ii—Terminal services (further hearing). 
May 26—Washington, D. C.—Examiner Curtis: 
25015—Roanoke Gas Light Co. et al. vs. N. & W. Ry. et al. 
May 26—Mobile, Ala.—Examiner Peterson: 
Fourth Section Application No. 14618, filed by J. E. Tilford. 
May 26—Washington, D. C.—Examiner Quimby: 
Finance No. 3677—Excess income of Chicago Short Line Ry. Co, 
May 26—Chicago, I]l.—Examiner Johnson: 
25041—-Swift & Co. vs. N. & W. Ry. et al. 
May 26—Kansas City, Mo.—Examiner Witters: 
25084—Kansas City Pump Co. et al. vs. Alton R. »* et al. 
* 25189—Kansas City Gas Company vs. A. G. S. R. R. et al. 
May 26—New York, N. Y.—Examiner Cassidy 
33914 (and Sub. 1)—Puget Sound Pulp & ‘Timber Co. et al. vs. B. & 
©. R. BR. et ai. 
May 26—Washington, D. C.—Examiner Borroughs: 
= No. 3792—Excess income of Kosciusko & Southeastern R. R, 
oO. 
May 27—Billings, Mont.—Examiner Haden: 
24382—-Yale Oil Corp. vs. C. B. & Q. R. R. 
May 27—Chicago, Il].—Examiner Johnson: 
24847—Chicago Live Stock Exchange vs. A. T. & S. F. Ry. et al. 
May 27—Cincinnati, O.—Examiner Colvin: 
25089—-L. & N. R. R. vs. C. N. O. & T. P. Ry. 
May 27—New York, N. Y.—Examiner Cassidy: 
24782—Southern Kraft Corp. et al. vs. A. C. & Y. Ry. et al. 
May 27—Keokuk, Ia.—Examiner Clifford: 


24976—Bartholomew Bros. vs. we B. & @. R. R. et al. 
& Q. R. R. et al. 
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24977—-Linquist Bros. vs. C. B. 








FOR SALE—Bound volumes I. C. C. ou, Vol. 56 to date; ex- 
cellent condition; bargain. B. Stein, 708 H St., N. E., Washington, D.C. 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery .... 


350-354 West Erie Street 
























ATTORNEYS AT LAW 
og HARRY C. AMES 
INTERSTATE aioe My gt i 
COMMERCE Ensommtcte ‘Gommces’ tomaneaten | 


COMMISSION | transportation Bldg., Washington, D. C. 










H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 


a co ene 







Washington Office, Southern Bldg. 











rut nee ee CARS 


Fiitnlemnt in etiee-menialalall 


in perfect condition 


NORTH AMERICAN CAR CORP. (°S") 327 SOUNH LA SALLE SF 





